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To THE EDITOR OF THE RAILROAD GAZETTE : 

The time has once more arrived for all railroads lying 
within the territory of the state of New York to prepare and 
file with the State Engineer their annual report, in com- 
pliance with the existing law. Upon receipt of the printed 
form furnished by the state for the report for the year end- 
ing Sept. 80, 1880, the railroad officials will note that con- 
siderable change has been made from the forms used in 
preceding years; the change being to meet the requirements 
of an act of the Legislature passed during the last session. 
And while railroad managers may have given but passing 
notice to the matter heretofore, upon inspection of the 
new form they will find that considerable information is 
asked for, that, owing to the present system of accounts 
and the ordinary method of compiling statistics, they may 
be unable to furnish in strict conformity to a literal con- 
struction of the meaning of the printed form. It is unneces- 
sary and useless to discuss at the present time whether the 
state hasa just right to demand that every railroad com- 
pany within its jurisdiction shall furnish for the inspection 
of the public a statement of its financial condition and oper- 
ations. We will assume that it is not only the privilege but 
indisputable right and duty of the state government to re- 
quire from every railroad corporation true and complete 
statements, embodying all information, both general or 
spccial, that may be deemed necessary for the protection of 
the rights or promotion of the interests of the public ; still, 
the railroad companies have reciprocal rights, and equity to 
them should prevent their being forced by law to 
incur needless expense in preparing statements that 
can in no manner be made to conserve public interests or in 
any shape be utilized in creating a barrier between a defence- 
less public and the encroachments of rapacious corporations, 
so often spoken of and written about by parties so ready to 
devote their time and abilities to serve the public—for an ad- 
equate compensation. But even from the standpoint that 
the state has the fullest powers in the matter, we think the 
new form of annual report is open to considerable criticism, 
and that on some points the criticism is equally applicable to 
the form hitherto required by the state. In fact, it is very 
doubtful if there is any necessity for, or benefit derived by, 
any one from the state receiving any other statements than 
the following: 

1. Balance sheet, 

2. Income, or Profit and Loss Account. 

An abstract of the debits and credits to this account, as 
would appear on general ledger, with balance brought 
forward from preceding year, and balance carried for- 
ward to succeeding year. 

8. Statement of Earnings. R 
Showing in detail the various sources from which the 
earnings were derived. 

4, Statement of Operating Expenses. 

Sub-divided to show in gross the amount charged 
against maintenance of road, maintenance of equipment 
and transportation expenses. 

5, Schedule of Capital Stock, Funded and Unfunded Debt. 
Showing in detail the different kinds of stock, different 
classes of bonds and nature of unfunded debt. The 
classification of unfunded debt could be asin Table A, 
in the present form cf report, though “ pay-rolls and 
unpaid vouchers ” might be preferable to “ pay-rolls and 
operating expenses unpaid.” 

6. Statement of Cost of Road and Equipment. 

Showing amounts charged under the different subordi- 
nate heads, and giving the increase or decrease from 
preceding year. 

The showing of increase and decrease over the preceding 
year could also be used if desirable in connection with all the 
other statements. 

To these six statements may be added a statement show- 
ing ‘‘ Characteristics of Road and Equipment.” The form 
required by the state is unobjectionable, though it is rather 
a severe draft on the imagiaation to comprehend how the 
state can utilize the acquired information regarding the 
aggregate number of stalls in engine houses (see question 61, 
table D). Possibly this item was included throvgh the influ- 
ence of Mr. Bergh, who, of course, would object to the ex- 
posure of locomotives through inadequate provision for stalls 
for them. 

In relation to statistical data, it would seem that about all 
the useful information could be embraced under the follow- 
ing heads: 

Freight-train mileage. 

Passenger-train mileage. 

Total train mileage. 

Freight-car mileage (including cabooses). 

Passenger-car mileage (including mail, express and bag- 
gage cars). 

Tons freight carried. 

Tons freight carried one mile. 

No. passengers carried. 

No. passengers carried one mile. Z 

A classification report could also be given showing the 








amounts of the various kinds of freight carried; though, as 
long as ‘‘ otber articles ” continue to be so large a percentage 
of the total tonnage, as they have been in former reports, it 
is hard to see of what particular advantage a classification 
report will be to the state officials, the law-makers or the 
public. 

About all these statements—or statements something simi- 
lar—are included in the new form, and, at first sight, 
it would appear as if the rest of the tables were 
of so little importance as to be hardly worth no- 
tice. As far as their importance is concerned in re. 
lation to their usefulness in promoting intelligent legis- 
lation, or the assistance they cantrender in causing cheaper 
transportation, this may be true ; but, in some cases, to 
furnish the data desired in literal compliance with the con- 
structions contained in the blank form would require a vast 
amount of additional clerical labor on the part of the rail- 
road, without any corresponding public benefit resulting 
from their compilation. Then, again, the lack of knowledge 
of just what is desired to be shown by the tables will pre- 
vent uniformity in the data presented by the different 
roads. Take, for instance, Table I, ‘‘ Direction and Desti- 
nation of Freight Moved.” This table is supposed to show 
the tons of through freight and the tons of way freight 
moved in each direction. It would be interesting, to say 
the least, to know just what traffic our legislature desires 
to be designated as * through” traffic. Is it intended that 
under the head of “through”  traftic, should be 
included only the freight that passes over the en- 
tire length of the road, or is it the traffic that 
is received from a connecting road at one point and de- 
livered to another road at some other point ? Or is it only 
all freight carried ona joint rate or on through billing ¢ 
If it only applies to freight passing over the entire length of 
the road, then the freight carried by the New York Central 
from Buffalo to Albany for New England points does not 
come under this head, or, if it applies to all freight carried 
over the entire length of the road, then any freight that 
passes over the entire length of a road, though originating at 
starting point and for local consumption at the other ter- 
minus, will be termed through freight. Or if it is only 
freight received from a connection at one point and de- 
livered to some other road that can be termed through, then 
all the grain and provisions from the West for local con- 
sumption at Rochester, Syracuse, Utica or Albany must be 
termed local, so far as the New York Central is concerned. 
Again, if all freight carried on a joint rate must be termed 
“through,” then any freight that the New York Central 
might receive from any of the lateral roads to be 
transported to any point on the New York Central road on 
a joint rate would be termed “through” traffic. As the 
matter now stands, every road is at liberty to make its own 
interpretation of the meaning of the form, and will be likely 
to interpret it in the manner most suitable to its own con- 
venience ; hence there will be lack of uniformity in the 
figures given that will prevent the statement from being of 
any value in making any comparison between the two 
branches of the freight traffic. 

In table K, the following information is requested in rela- 
tion to rates on the various classes of freight : 


Rate on through. Rate on way 


On first class, 

On second class, 

On third class, 

On fourth class, 

On all other classes, 
Average on all classes, 
General average on through and way, baw 

The instructions accompanying this table read: ‘‘Th, 
amount shall be stated in two columns; one headed and to 
contain ‘Rate on Through’ and the other ‘Rate on Way,’ and 
the average on all classes shall be stated with reference to 
the respective amounts of each class moved.” To comply 
with the above instructions to the letter would require that 
a record be kept of every individual shipment, showing to 
what class it belonged, what was the distance it was carried, 
and what the exact freight charges were on it. 

When we take in consideration the immense traffic of the 
large roads, composed of almost an innumerable variety of 
freight, in shipments varying in size from a small package 
weighing but a few pounds to large shipments of many car 
loads, we have some conception of the great amount of labor 
that will be necessary to compile this statement accurately 
and honestly ; and we are prompted toask what good use can 
be made of the statement when furnished. If it be to make 
comparisons between the charges for the same class of 
freight on the different roads of the state, some 
certain form of classification should be adopted, establishing 
the exact classification of every article that may have to be 
transported, and every road should be required to use this 
classification. If it be to prevent any unjust discrimination 
between the charges on the various classes of freight, then 
before judgment could be passed in the matter an exact 
knowledge of the precise cost of transportation for each class 
would be requisite ; and to determine this it would probably 
be impossible to find railroad experts sufficiently qualified 
for the undertaking. If no good results follow from the pub- 
lication of this statement, it is certainly unjust that the rail- 
roads should be at the expense and trouble of furnishing it. 

By referring to tables M, N,0, P and Q, it will be ob- 
served that the statement of transportation expenses is to he 
given to show the amounts allotted to freight and to 
passenger traftic under the various sub-divisions of operating 
expenses. While it is doubtful if any advantage results from 
the minute sub-division of operating expenses, and whether 
they demonstrate to the ordinary eye the economy or ex- 
travagance of the management any more fully than would 
the simple statement of the expenditure belonging to the 
three main divisions of operating “expenses, is of. not much 


‘importance ; but as many of the items of expenditure do 
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not wholly appertain strictly to the expenses of one branch 
of the traftic, it is interesting to see how the state requires 
the allotment of this class of expenditure to be made. In the 
form of annual report now in use, the emergency is met by 
the following proviso: ‘The amounts shall be tabulated 
and divided between ‘Passenger Transportation’ and 
‘Freight Transportation,’ and as far as the items do not per- 
tain specifically to either one particular kind of transporta- 
tion, the division shall be made in the ratio of the ‘total 
movements’ of passengers and freight.” It is generally sup 
posed that the only object that the state has in requiring the 
division of operating expenses between the two kinds of traf- 
fic is to show as nearly as possible, what is the actual cost 
of transporting passengers or freight on the road and daring 
the time under consideration. The inquiry naturally arises, 
will the provisions of the law as above stated meet the exi- 
gencies of the case? If so, the railroad corporations have 
great occasion to be grateful to our law-makers for giving 
them so simple a rule for solving accurately an intricate 
question, concerning which railroad experts have, to a cer- 
tain degree, been satisfied with only obtaining an approxi- 
mate solution, and that only by the assistance of complex 
formulas that are the result of long and close study, aided 
by a thorough knowledge of and great experience in all 
matters connected with the subject. Then, again, the rule 
established by law for computing the amount of general ex- 
penditure that is properly chargeable to the cost of trans- 
porting freight or cost of carrying passengers is of an 
exceedingly comprehensive nature, It ‘fills the bill” 
equally well under all circumstances. It is immaterial 
whether the road has a large freight traffic that per- 
mits of the securing of the most favorable results 
from a given train mileage, while the passenger traffic 
is comparatively smail in amount, but of such a nature that 
it requires the running of through trains, consisting of 
sleeping or drawing-room cars, ordinary passenger coaches, 
and smokers, sufficient in number to accommodate double the 
amount of passengers actually carried; or the fact that the 
traffic may be such that the pavsenger trains may have to be 
run at a high rate of speed and that a large number of trains 
must be run, thereby causing a more than ordinary amount 
of wear and tear to track and bridges, while the freight 
traffic may permit of the running of the smallest number of 
trains to accommodate the amount of freight hauled, and at 
alow rateof speed. According to the new law, the pro- 
portion of dead weight hauled to paying weight has no in- 
fluence in deciding what is the proper amount of repairs of 
road, and similar items that should be charged to each kind 
of traffic. When experienced railroad men wish to investi- 
gate the relative cost of passenger and freight transportation 
of any particular road, they find it necessary to become 
thoroughly conversant with the nature of the traffic of that 
road before they are competent to form any true opinion on 
the matter. They find it necessary to acquaint themselves with 
any peculiarities of road or traffic that may exist, the speed 
at which the various classes of trains are run; the amount of 
train service that is actually required to meet the wants of 
the traffic or accomodate the public; the amount of dead 
weight that must be hauled in proportion to amount of 
paying freight; the percentage of traffic in each direction, 
and innumerable other things specially bearing on the case 
under consideration, Even after they have obtained all these 
data, and have arranged and analyzed them with the skill 
only acquired by study and experience, they only approxi- 
mate, though probably closely, the actual cost of trenspor- 
tation. 

That the rule contained in the new form is simple enough 
no one will deny, though it seems somewhat analogous to the 
one the old lady used when she said, “‘A pint is a pound,” 
and sold a pint of shot at the same price that she asked for 
a pound of that article. It may be claimed that no one ex- 
pects to arrive at the true cost of transportation of either 
freight or passengers by the report to the State Engineer. 
Well, that may be true; but, if so, why should the railroads 
be required to furnish the information asked for? But if 
the object of preparing these reports is to secure sufficient 
information regarding the operations of the railroads and 
the cost of transportation to promote intelligent legislation 
that will correct really existing abuses, and protect the pub- 
lic without being unjust toward the railroads, it is absolute- 
ly necessary that the information procured be true in every 
particular and not open to mis-construction, It is very cer- 
tain that any theories on the cost of transportation based on 
the expenses allotted to either kind of traffic according to 
the rule under consideration, will be apt to be erroneous, It 
may not be out of place to ask why the Legislature could not 
get along with the statements of financial conditions and 
operations that the railroads present to their stockholders. 
If satisfied that the statements are truly and honestly pre- 
pared, the financial and technical papers appear to consider 
them as embodying all the information necessery for ordi- 
nary purposes, and upon the showing of the statements base 
their decisions in relation to the value of the property. 
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Long Run Without Repairs. 

Passenger engine No. 273, on the Pennsylvania road, was 
built at the Altoona shops and turned ont on the road in 
1875, with Mr. Sol. Hoffmeister as engineer. She weighs 
75,500 pounds, and has five-foot driving wheels. About 
nine weeks ago the engine was placed for the first time in 
the shop for repairs, having been in continual use 49 months 
and in that time has run 251,552 miles, and is now in the 
Middle Division round house ready for the road once more 
looking as good as new. Mr. Hoffmeister has the credit for 
all the mileage made by the engine in the past four years, 
and the wonderful amount of work performed by it speaks 
well for the care he has displayed of the machine, as well as 
the excellent workmanship of the machinists and other work- 
men engaged in the construction of locomotives. —/itftsburgh 
Telegraph, Oct, 29. 
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Standard Track Signs of Pennsylvania Railroad. 


There is no class of illustrations that may be so useful to 
railroad managers as those which represent the usual 
appliances which are in common use on different roads. For 
this reason a series of engravings has been prepared of the 
track signs and signals which are now used on the Pennsyl- 
vania Railroad and which have been reduced to a standard 
system on that line, 

Fig. 1 represents a sign-board for road crossings in New 
Jersey, in which state the inscription indicated is required 
by a local law. Inall other states traversed by the Pennsy]- 
vania line sign-boards with the device shown in fig. 2 are used 
at all road crossings. 

Fig. 8 is the sign placed where there is access to the road 
but no legal crossing, and fig. 4 is put on such parts of the 
track asare liable to be used as a thoroughfare and where 
persons often walk on the track. 

Figs. 5 and 6 are posts which are placed at points where 
the locomotive runners are required to whistle or to ring the 
engine bell. The letters Wand R indicate which shall be 
done. 

Fig. 7 is a temporary sign-board placed near localities 
where repairs or new constructions are in progress and where 
caution in the movement of trains is required. 

Fig. 8 is a subdivision-board placed to mark the limits of 
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For five hours in the morning, all of these roads will be do- 
inga very heavy business in bringing passengers, and for 
five hours in the evening the same amount of business in the 
opposite direction. 

raivs during these hours must be run very frequently 
and it will be unsafe, and for that reason must be considere 
impracticable, to unite on a single stem of four miles in 
length the trains of six different lines. 

© reach the Inwood site, this will have to be done. 

To reach the Fleetwood site, not more than two separate 
lines will have to be united on one stem, and in no instance 
will that be for more than two miles, except over the Har- 
lem line from Woodlawn to Fleetwood, a distance of 44 
miles, and in that case the management and the train-men 
have been accustomed to it for many years. From the 
Morrisania Junction to Fleetwood, one mile, the Fourth 
avenue trains and the New York Central trains will run on 
the same tracks. From Port Morris to Fleetwood, the steam- 
boat trains and the Portchester trains will run on the same 
track two miles. 

Of the city railroad lines, the Second avenue and Third 
avenue elevated roads will travel over the main line of the 
Suburban for two miles, while the Eighth avenue elevated 
and the New York City & Northern will travel over the 
Suburban Branch from McComb’s Dam to Fleetwood, 

On the other hand, to reach the Inwood site, the New Haven 
trains, the Harlem trains, the Port Morris steamboat trains, 
the Portchester trains and the Fourth avenue trains will all 
have to travel on one track from the Morrisania junction to 
Inwood, and there crosson one bridge. 

The Second avenue, the Third avenue, the East Side & 
Fordham Avenue Suburban, and the Eighth avenue trains 
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road companies could not deliver their passengers at the 
grounds without a train transfer boat, and tracks from the 
dock to the grounds. Those tracks would be useless after the 
close of the Exhibition. 

To reach Fleetwood, three routes are practicable : 

First, by ferry two miles to the Battery, and thence over 
the Second avenue or Ninth avenue elevated road direct 
to the grounds. 

Second, by ferry or train-boat to Manhattanville, 714 
miles, and then by train for four thousand feet to the Eighth 
avenue elevated, and by that to the grounds, the total dis- 
tance from the Erie depot being 1114 miles, or exactly the 
same as the distance to the Inwood grounds. 

Third, by ferry or train-boat to Mott Haven, and thence 
by the Suburban Railroad, two miles, the total distance be- 
ing 1314 miles. 

fourth route by train-boat to Port Morris 12 miles, and 
thence by the Port Morris Railroad, two miles, might be 
mentioned. but it involves the passage of Hell Gate and a 
greater distance, and cannot be recommended. 


The Battery route is probably the best for all parties. 1t 
involves the least trouble, expense and boat-mileage to the 
companies, and as little delay and inconvenience to pas- 
sengers as any other, whether to Inwood or Fleetwood. 

The Manhattanville route would require the building of 
four thousard feet of connecting railroad, but that is now 
needed and would always be useful. 

A large portion of the Inwood site lies below high-water 
mark, and has an unknown debth of marsh mud. It is, 
therefore, difficult to build upon, and difficult to drain, and 
all drainage from it must be into the narrow and shallow 
Harlem River, just at the point where the North and East 
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Fig 2. 


STANDARD TRACK SIGNS OF THE PENNSYLVANIA RAILROAD. 


the subdivisions of the road and to indicate to track-men the 
boundaries of their jurisdiction and duties. 

Fig. 9 is a mile-post. One of the difficulties with this form 
of post, and in fact with all signs, is that sportsmen use them 
for targets, and they are thus defaced and ruined. For this 
reason stone mile-posts are now, we believe, used to replace 
the wooden ones, on the Pennsylvania lines, 

In future numbers we will give engravings of other forms 
of structures which are used in connection with or incidental 
to the permanent way of this road. 


The Site of the New York International Exhibition. 


The Commission which is preparing for the International 
Exhibition to be held in New York is now considering the 
subject of the location of the exhibition grounds. One of 
the very first requisites of a proper site is convenience of 
access, first from the places where visitors will reside 
or lodge—that is, chiefly from the three cities of New 
York, Brooklyn and Jersey City; and next frem the rail- 
roads which will bring visitors from other parts of the 
country to New York. The ability of a railroad to land its 
passengers on or near the exhibition grounds will have great 
effect in determining the route which a visitor will select, so 
that every railroad to New York is interested in having a 
site which passengers by its road can reach with the least 
possible difficulty and delay. The following argument has 
been submitted to the Commission in behalf of the proposed 
site at Fleetwood Park, which is in the ‘ annexed district ” 
of the city of New York north of the Harlem River, adjoin- 
ing the line of the New York & Harlem Railroad, crossed 
by the line of the proposed ‘Suburban Rapid Transit Rail- 
road,” and about six miles north of the Grand Central Depot. 


THE EXHIBITION SITES—FLEETWOOD AND INWOOD AND PORT 
MORRIS. 

All roads which can have rail communication with the 
Exhibition Grounds must run their trains directly to the 
grounds, so as to deliver and take up their passengers there, 
and not put them to the inconvenience of transfers at an in- 
termediate point. 


There are seven separate surface lines of railroad which 





will vey | pewenant to any site in New York city, and there 
are four lines of elevated roads which will also “be used for 
that purpose. econ 





will have to run over the same track to Inwood and cross on 
the bridge. At the same bridge the New York City & North- 
ern down trains will cross, making 10 lines of road depend- 
ent on one draw-bridge crossing. 

The New York Central would probably come down on the 
Hudson River side to Inwood Station, 

The New York City & Northern track might be relieved 
of the Elevated Kailroad travel by building four miles of 
road along the New York river front, from Second avenue 
to Sherman’s Creek, but even than the upper two miles 
would have to carry all the trains from the Sesed, Third, 
Sixth and Ninth avenues, which would be beyond the 
cagectty of any single line. 

here is no relief possible for the Spuyten Duyvil & Port 
Morvis track from Mott Haven {to Inwood, except laying 
additional tracks, 

With reference to that and the Shore road on the other 
side, and the bridge, it would be folly to spend three 
millions of dollars for what can be had for nothing by taking 
Fleetwood. 

When the space required for handling the rolling stock 
which will accumulate at the terminal station is deducted 
oon te Inwood grounds, the Exhibition site will be too 
small. 

As to the operating expenses: 

By going to Inwood, instead of Fleetwood, every train on 
the Harlem Railroad will have to travel five miles more, on 
the New Haven Railroad five miles more, on the Port Morris 
steamboat line and on the Portchester Railroad four miles 
more, on the Fourth avenue line two miles more. 


— less and the New York City & Northern two miles 
less. 


} 


Of the rapid transit lines, the Second avenue and Third | 
avenue trains must travel two miles more, and the Eighth | 


and Ninth avenue trains a mile and a half more each trip. 
If each road runs only fifty trains each way per day, the 


train mileage will be two thousand miles ne day greater | 


by running to Inwood than by running to Fleetwood. That 
is to say, at least one thousand dollars per day will be added 
to the expenses of the railroads, without any increase of 
receipts, for it is certain that no road can charge more than 
a minimum fixed rate inside the city limits, no matter what 
the distance. 

For the New Jersey railroads, that is, the New Jersey 
Central, the Pennsylvania, the Morris & Essex, and the Erie, 
the Inwood site .is, at the first glance, preferable to Fleet- 
wood, on account of the directness of the water communica- 
tion via the Hudson River. But, on closer examination, the 
eheentoane do not appear so great. The southwest corner of 
tne Exhibition Grounds at Inwood would be over 2,000 ft. 
from the Hudson River, too far for most visitors to walk, so 
that a transfer of conveyance would be needed, and the rail- 








River tides meet, and ‘the sewerage could not be carried 
away. None of Fleetwood Park is less than 20 ft. above 
high water, and a sewer is built from it to tide water. 

As for the Port Morris site, there is so little to reeommend 
it, that it is hardly worth considering. It is inaccessible by 
rail from the west side of the city, except by along and 
tortuous route. From the New York Central, the Harlem, 
the New Haven and the New York City & Northern, it can 
only be reached by the Port Morris Branch, which 
would thus be overcrowded, the steamboat communica- 
tion from the city and the New Jersey roads would 
all have to pass through the dangerous strait of 
Hell Gate ; it lies in a hole, exposed all day to_ the 
reflection from the water which lies between 1t and the 
sun, and to the counter reflection from the hill which rises 
behind it and shuts off the westerly breezes; its area is too 
contracted for a great exhibition, and the main line of the 
Portchester Railroad passes directly through its centre, at 
the level of the grounds and between the proposed main 
building and the other pavilions. The trains on the various 
railroads would have to travel daily 700 miles more than 
would be required to run to Fleetwood, thus costing the 
railroads $350 per day for which no compensation would be 
had. There is not room at the Port Morris terminus, for the 
handling of the trains which would run down the Port Mor- 
ris Branch. 


Nov. 1, 1880. J. J. R. CRoEs. 


Of the| The Massachusetts Railroad Commission on Ele- 
other out-of-town lines, the New York Central will have five { 


vated Railroads in Boston. 





The following is the decision of the Massachusetts Railroad 
Commission on the applications lately presented for authority 
to build several elevated railroads in Boston and its suburbs : 


Oct. 27, 1880.—Petitions of the directors of the several 
associations for the formation of the Cambridge & South 
Boston Railroad Company, the Boston & Dorchester Rail- 
road Company, the Boston & Brookline Railroad Company, 
and the Conriostown & Milton Railroad Company, for routes 
to be given to their respective railroads in the cities of Boston 
and Cambridge and the town of Brookline. 

A preliminary question arises as to the jurisdiction of the 
Board in the case of the Cambridge & South Boston Rail- 
road Company. The mayor and aldermen of Cambridge 
have not refused to grant a route. But, from Aug. 4 to 
Oct. 18, they did not grant a route, and, from the record of 
their action and non-action, the Board finds as a fact that on 
Oct. 18, the date of the petition, the directors had failed to 
agree with the mayor and aldermen of Cambridge as to the 
route of their railroad in that city. This givesthe Board 
jurisdiction. The Board has no doubt upon the questions 
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that have been discussed by counsel for and against the pro- | 
posed roads ; and it is for the interest of all parties that a | 
decision should be made at once. | 

1. The petitioners have asked for an elevated railroad 
route. But, as it was decided on the petition of the Massa- 
chusetts Central Railroad Company for a route in Belmont 
(Eleventh Annual Report, 223), the question of altitude is 
not before the Board at this time, but only the question of 
alignm nt. And we have no jurisdiction, at this hearing, to 
decide any question except that of the line to be given. 
When a route has been given, the petitioners, subject to the 
provisions of law, may construct as they choose—on the 
surface, or under or over it, by tunnel, or viaduct or trestle- 
work, neither of which is forbidden by statute. Neither the 
proposed manner of building, nor the exact route need be 
set forth in the petition, Butthe fact that they are set forth, 
even if they are not approved, does not prevent the Board 
from acting upon it. t the worst, these allegations are only 
surplusage. 

2. It is objected that the general railroad act only contem- 

»lates railroads constructed on the surface of the ground. 
tut there is nothing to show this. No one has ever doubted, 
that, under the provisions of this law, a tunnel of a viaduct 
can be constructed, nor is there anything to limit the extent 
of such construction, The present law compels railroads to 
leave the surface of the ground in some cases; and permits 
it, not only where it is necessary, but where it is convenient; 
and it is the practice to do so, asin the case of the trestle- 
work on the Swampscott Branch of the Eastern Railroad, 
aud the viaduct on the Boston & Providence road at Canton, 
which was built under a charter, but without special powers 
to erect such a structure, The framers of the statute were 
familiar with the manner in which the railroad enters the 
Cannon street station in London, and they were, some of 
them, familar with other forms of elevated roads. 

&. Lt was argued that Section 31 of the general railroad 
act forbids the construction of any railroad within eight 
miles of the State House. But that section applies only to 
the construction of branches, and not to the construction of 
independent railroads, It has always been so construed by 
this Board, which bas authorized the building of two rail- 
roads within the distance named. And until now, so far as 
known, this has been the universal opinion as to this provis- 
ion of law, 

i. Lt is clearly made the duty of this Board to grant routes 
to the petitioners without regard to the opinions of the Com- 
missioners as to the necessity or expediency of constructing 
the proposed roads. The law is imperative and leaves no 
discretion to the Board, except as to the question of route. 
The law of this state (and of many others) is that 
if the required number of persons, complying with 
the terms of the statute, desire to construct a railroad 
through any number of towns and cities, although 
every inhabitant is opposed to the project, and all the muni- 
cipal authorities protest against it, and although the Board 
believes that there is no exigency for it, and that it would be 
an unmitigated injury to the public, yet the Board must 
grant a route. And when this state of things was pointed 
out to the Legislature, it refused to amend the law. And 
this was not done without consideration. Full discussion was 
had; and among others the legislative ‘father of the bill” 
appeared and argued ably for the law as it now exists, And 
the chief argument used was that no practical evil had arisen. 
or was likely to arise, under the act, and that needless and 
useless lines would not be constructed, because the cost would 
forbid it. 

It seems that the act was assumed to be constitutional by 
the learned justice of the Supreme Court, who recently 
passed upon certain questions arising from the location of 
the Nantasket Beach Railroad, The highest court in New 
Jersey has within a year sustained the constitutionality of a 
similar law. And many states have like acts on their 
statute books, which have been sustained by their courts, so 
that if was an error to suppose tLat the law of Massachusetts 
was peculiar in this respect. Under these circumstances 
this tribunal would not be justified in failing to give full 
effect to the statute, even if it appeared to us to be uncon- 
stitutional. But the Board has heretofore given its reasons 
for believing that the law will finally be upheld by the courts. 
With the policy or wisdom of a law the Board, of course, 
has nothing to do in deciding a case under it. That question 
belongs exclusively to the law-making power. The Board, 
therefore, is bound to grant routes running from terminus 
to terminus of each of the proposed roads. In so doing it is 
the duty of the Commission to select such routes as will most 
benefit and least injure the public. 

5. The law does not provide that the company shall, in all 
cases, have the route that it prefers, nor the route that is the 
most profitable, On the contrary, the petitioners are sent 
to a tribunal which is supposed to be an impartial judge be- 
tween the different interests involved. 

6. What is more important in this case, the law of Massa- 
chusetts forbids certain routes. It does net allow a railroad 
to pass through any park or common without a vote of the 
inhabitants of the town, nor through a cemetery without 
leave of its proprietors, nor through land occupied by a 
state institution. And it forbids the granting of any route 
running longitudinally in or through any street, town-way 
or highway. The latest statement of the law on this 
subjece is found in the opinion of Chief Justice Gray, 
given in Boston db Maine Railroad vs. Lowell d& Law- 
rence Railroad Company (124 Mass., 868). Oue paragraph 
on page 878 seems decisive of this question ; ‘t The decisions 
to which we have referred clearly show that an authority 
conferred by the Legislature, in general terms, upon public 
boards or officers, to determine or control the location of a 
highway or a railroad, 1s not to be construed as authoriz- 
ing them to order or consent that it shall be laid out along 
and within the location of a turnpike, a highway or a rail- 
road already established.” This makes it unnecessary to 
consider at length the earlier cases in which the same point 
was decided: Springfield vs. Connecticut River Railroad 
Company, 4 Cushing, 68 ; Commonwealth vs. Old Colony & 
Fall River Railroad Company, 14 Gray, 93. Still less would 
it be profitable to review the conflicting decisions of other 
states, ‘The law of Massachusetts is settled. And the rule is 
made clearer by the exception in Section 27 of the general 
railroad act, which gives the municipal authorities power to 
allow spurs, branches and connecting or terminal tracks 
running longitudinally within the limits of a public way. 
There would be no need of this exception, if the rule did not 
exist forbidding in general the construction of a railroad in 
the street or highway. And soit was regarded by the Chief 
Justice. (See p. 376 of the above case.) 

It is unnecessary to say that under this section (27) this 
Board has no power to grant the proposed routes: (1) Be- 
cause the section only applies to the adjuncts and accessories 
of a main route already granted. (2) cause the spurs and 
branches therein authorized can only be laid with the con- 
sent of the municipal officers. It has, indeed, been some- 





times argued that this clause gives the Board authority to 
grant such a route; but this argument is the exact reverse 
of the reasoning in the case cited above, and the Board could | 
not assume such authority without disregarding a unanimous | 
ool of the Supreme Court, deliversd by the Chief Justice 
in 1878. 





“ Tfit is said that, when these decisions were made, and 
when the law was passed, elevated railroads were not gener- 


ally known, and that, therefore, they do not apply to such 
ronds ; the answer is, that even if the question of altitude 
were before us, the law applies to all roads without regard 
to altitude. And any view of the law which should exclude | 


| elevated roads from the application of these rules wou'd 


wholly exclude them from the operation of the general law, 
and make it impossible to build any elevated railroad. The 
rule under the general act allows a route anywhere. One ex- 
ception excludes public ways. If the exception does not apply 
to elevate roads the rule does not apply to them. No doubt the 
Legislature, as Chief Justice Shaw says in Springfield vs. Con- 
necticut Riwer ltailroad Company, may granta right to 
takes land already appropriated for another public use by 
clear words or by necessary implication. He instances the 
case of a narrow mountain gorge occupied bya turnpike, 
and states that the grant of power to lay a railroad on that 
line would necessarily imply a grant of power tu take part of 
the road-bed of the turnpike. ut here is no special grant 
from which anything can be implied ; and that is the differ- 
ence between the two cases, The counsel for the petitioners 
has cited Boston Water Power Company vs. Boston d& Wor 
cester Railroad Company, 23 Pick., 360, to show that power 
to take land already dedicated to a public use may be given 
without an express grant. 3ut in that case there was an 
express grant of power to construct a road between two 
‘*veneral termini,” Boston and Worcester, and also a 
delegation of power to select the precise termini. So 
in Fall River Iron Works Company vs. Old Colony 
é& Kall River Railroad Company, 5 Allen, 221, ‘‘ an uanre- 
stricted grant of authority to construct a railroad from one 
designated point to another” was the express grant, from 
which the power to cross navigable waters wasimplied. The 
general power to grant a railroad route cannot imply a 
power to grant a route in a place already dedicated to an 

other public use. The reasoning of the petitioners’ counsel 
is, that» grant has been made by the general railroad act to 
any future railroad company to build from and to any ter- 
minus that they select; and that if it becomes highly desira- 
ble or reasonably necessary to take land devoted to other 
yublic uses, a grant of power to do so is necessarily implied. 
Sut there is no authority for this doctrine; the result of it 
would be that the locations of many roads could be 
taken away in whole or part under this implied power, and 
taken again by other railroads under new articles of 
association; and, finally, this doctrine is wholly at 
variance with the decision quoted from the 124th volume of 
Massachusetts reports. This case also disposes of the in- 
genious suggestion that this Board has the powers given to 
three special commissionersjappointed in Springfield vs. Con 

necticut River Kailroad Company, and empowered to decide 
whether the use of the highway was reasonably necessary 
for a railroad track. It is said that this Board did not exist 
at the time of that decision, and it is argued that if it had ex 

isted it would have had jurisdiction to decide the question of 
necessity. But this Board did exist when the case in 124th 
Mass, was decided ; and it was distinctly held that no board 
or tribunal could, under the general law, place a railroad in 
a location already occupied. It has been said by counse}! 
that the whole extent of the decision in this cuse is that, un- 
der the general railroad act, no railroad can be constructed 
within the location of another ; and that all other statements 
in the opinion are mere dicta, But the principle on which this 
decision is founded, as well as the words of the opinion, ap- 
plies equally to turnpikes, highways and railroads. It is : 
* That land already legally appropriated to a public use is 
not to be afterward taken for a hike use, unless the intention 
of the Legislature that 1t should be so taken has been mani- 
fested in express terms or by necessary implication.” (124th 
Mass. 370, and many cases there cited.) 





It has been argued that the law prohibiting the construc 
tion of railroads, ete., over a public common or park without 
a vote of the inhabitants, implies a right to construct rail- 
roads in highways. But this has been answered by the 
Chief Justice, who says: ‘‘ The more reasonable inference 
appears te us to be that, so far as interference with existing 
highways and railroads, either by crossing or lengthwise 
was concerned, the Legisiature considered the law to be al- 
ready clearly and sufficiently defived by the statutes and de- 
cisions.” (124 Mass., 377.) 

It is not in the power of this Board to grant the routes 
asked for, so far as they run longitudinally through streets 
or highways and across the bridges which are parts of high 
ways ; and because it is clearly out of our power, we have 
not considered the expediency of giving such routes, And 
this fact is distinctly stated here so that the petitioners, if 
they do not agree with this view of the law, may apply to 
the Supreme Court for the proper writ directing this Board 
to consider that question. 

7. The power to cross highways and streets from side to 
side exists; and without it railroads would be an impossibil- 
ity. Andif the petitioners desire it, this Board must grant 
routes between the termini mentioned in such petition, 
which, without running lengthwise in any street, or crossing 
any park or common, and without running across any bridge 
now in existence as a highway or part of a highway, shall 
run over, under or through some portion of the cities of Bos 
ton pnd Cambridge and the town of Brookline, crossing 
streets and highways where they intersect these routes, and 
crossing Charles River and other navigable waters, if the 
Board of Land and Harbor Commissioners assent, by inde- 
pendent structures. Such roads could be built by purchas- 
ing or taking under the right of eminent domain 
the land necessary for the purpose, and removing the 
buildings thereon. But, as the municipal boards and this 
Board would not be likely to consent to grade crossings ; and 
as street crossings would be very numerous and near each 
other, it would probably be necessary to construct the roads 
for a great portion of the routes on viaducts, unless tunnels 
should be preferred. This was the view taken by the Board 
ata former hearing, when counsel, reasoning against our 
construction of the law, argued that it could not be so ab 
surd as to allow a railroad to he built through the heart of 
the city of Boston. The answer was that a route must be 
given if asked for, but, by the power to refuse grade cross- 
ings it would probably be turned into an elevated road, and 
it was supposed that the expense would make such a struc- 
ture impossible. Such a structure, however, has since been 
erected by the Pennsylvania Railroad Company, in order 
to reach the heart of the city of Philadelphia. 

Of course such roads cannot be constructed without mak- 

ing full compensation to land-owners for the land taken. 
And, under the law of this state all incidental damage to 
woperty must also be paid for. Nor can the roads be 
ocated until a sworn estimate of the cost of construction, 
including land damages, shali have been approved by this 
Board, and 50 per cent. of such approved estimate shall have 
been subscribed in good faith, and 20 per cent. thereof paid 
in. And every land-owner may require security for the 
payment of hisdamages. And his land cannot be taken or 
entered until such security has been given. This is men- 
tioned to quiet the apprehensions of those who might suppose 
that the grant of a route insured the immediate construction 
of a road, and of others who may believe that a road costing 
many millions of dollars can be begun on a subscription of 
forty thousand. 

It has been objected that such routes would not be desira- 
ble or profitable. But the law does not guarantee to every 





possible railroad company that it shall have a desirable route 


or a profitable one. Nor is this Board authorized to set 
aside the law as laid down by the Supreme Court, because 
in no other way can a projected enterprise be made remu- 
nerative. Jurisdiction to give routes, which the law denies, 
is not to be derived from proof that lawful routes would be 
unprofitable. And so far as land damages are concerned, no 
item of cost will be incurred, except what is due in law and 
equity ; and if a road cannot be built on such terms, it ought 
not to be built atall. It cannot well be objected te a decis- 
ion founded upon settled law, that under it the demands of 
equity and of simple justice will be enforced. 

It may be well to add, although it is not necessary for the 
decision of this case, that the petitioners seem to be in error 
when they suppose that they could build their contemplated 
roads, if it were lawful to do so at all, without paying for 
the damage and annoyance and loss of value to property 
caused by their construction and operation. Whatever the 
law may be in other states, this monstrous injustice would 
not be permitted bere. A long series of cases in Massachu- 
setts makes a railroad company liable for atl incidental dam- 
ages. ‘*‘ A party who sustains an actual and real damage, 
capable of being pointed out, described and appreciated. may 
sue a complaint for compensation fer damage.” Parker vs. 
Boston d& Maine Railroad, 3 Cushing, 107,118. Anda 
recent decision of the Supreme Court of New York (Caro 
vs. New York Elevated Railroad) seems to show that such 
is probably the law of that state, although the case is now 
pending in the Court of Appeals. 

If the parties in the various cases still desire to press their 
petitions, it will be the duty of this Board, after consultation 
with their Engineer, to grant routes which conform to the 
views of law here expressed, It may appear to be a farce to 
offer routes which the petitioners do not want and cannct 
use. But such an appearance can be avoided by tkeir with- 
drawing their request for lines which, under the Jaws of the 
state, cannot be granted. If, relying on the letter of the 
law, the petitioners still demand routes between the points 
named in their petitions, then the Board, obeying the strict 
demands of law, will give such routes as the law permits. 
And it is believed that the action of this Board will not only 
conform to the statute, but that it will do justice to the 
parties and to the public. 


By the Board, WiLuiAM A. Crarts, Clerk. 


The Central Vermont Case. 


At the recent annual meeting of the Vermont & Canada 
Company, the President, Mr. Francis A. Brooks, of Boston, 
made the following address, which is a forcible presentation 
of that company’s side of the Central Vermont case: 

The circumstances under which we meet to-day are pecu- 
liar. Though we are free of debt and own a valuable rail- 
road property itis not in our control, but is in that of an- 
other corporation, without any right except such as has been 
conferred upon it by the Court of Chancery of Franklin 
County, Vermont. All the income of our road has been 
taken and used by that other corporation for the last seven 
years, without benefit to us and without power on our part 
to prevent this state of things. Thatthis situation of affairs, 
in a state and country where property rights are supposed to 
be protected by law, should exist for so long a time seems to 
require explanation. If for more than seven years past we 
have been in a state of bondage and under the absolute 
dominion of the Chancellor of Franklin County, Vermont, 
and are liable to be held in such state of bondage still longer, 
you would probably like to know upon what grounds you 
and your property are subjected to this condition. 

The facts as to the origimof this alleged power of the Court 
of ( hancery over your road are these: This corporation, in 
1863, was the creditor of the Vermont Central Railroad 
Company for arrears of rental to the amount, in round 
numbers, of $700,000, and receivers had been appointed by 
tuis Court of Chancery to operate the Vermont Central Rail- 
road and pay off these arrears out of the net earnings of the 
two railroads. The Vermont Central Railroad, at the time of 
the appointment of such receivers in 1861, was in possession 
of the trustees of the first mortgage bonds of the Vermont 
Central road, and these same trustees were by the Court 
converted into receivers for your’ benefit. The Ver- 
mont Central bondholders were, consequently, post- 
poned as to income until your rent arrears should 
be paid off. These bondholders, therefore, desired 
to improve their situation in this respect, aud proposed to 
this corporation that it extinguish its rent arrears by the 
issue of additional stock to the same amount, on which stock 
an increased rental should be paid, such new stock to be 
divided among our shareholders. Your corporation con- 
sented to this proposition, upon the condition, however, that 
the terms should be embodied in a decree of the Court of 
Chancery, in order that they could be enforced and made ef- 
fectual, beyond the possibility of doubt, by judgment of the 
court. In other words, your corporation were willing to 
enter into this arrangement if it could be done by such order 
of court as would exclude even the possibility of any default 
or ncnoayment of the future enlarged rental. 

The exploit in legal proceedings, for securing in advan:e 
the payment of rental, by officers of the court of inquiry, 
had not in all probability ever before been attempted. But 
no difficulty of this kind was to be allowed to stand in the 
way of the parties interested in effecting this arrangement. 
A petition to the Chancellor of Franklin County was there- 
fore presented, asking for such a decree as would answer the 
requirement of this corporation, and such a decree was 
drawn and presented to the Court of Chancery for its signa- 
ture. The Court was held by Judge Poland, then Chief Jus- 
tice of the state. When the petition and decree came before 
him he perceived at once the unfitness of a proceeding for 
making the Court of Chancery the mere organ of the parties 
in carrying out their agreements as to the management of 
railroads and the division of their earnings, and he told 
the parties before him that they were asking the Court to 
do that which it had no legal power todo; that such a 
decree, if signed by him, as Chancellor, ‘‘ would have no 
more legal force and effect than if it were signed by a dea- 
con of the church.” But they persisted in their request for 
his official signature, and told him that if it could do them 
no good it could do no harm, and so he was persuaded out of 
the kindness of his heart, though contrary to his legai judg- 
ment, to place his signature to that so-called ‘‘ decree.” The 
negotiation was thus consummated, and the ‘‘ decree” put in 
course of operation, the main provisions of the decree being 
that the two roads should remain in the hands of officers of 
the Court of Chancery perpetually and be operated by them; 
the net income to be applied, in the first instance, to the pay- 
ment of the enlarged rental to this corporation as it should ma- 
ture. And so it was done, until these pretended officers of the 
Court, termed managers, saw fit to undertake to extend their 
railroad dominion very widely by hiring and operating sun- 
dry other railroads, all in the name and under the pretended 
authority of this same Court of Chancery, thereby escaping 
all personal liability themselves and using this Court of 
Chancery to shield them from all disturbance whatever. 

Such administration went on quietly until debts had been 
incurred by these managers about equal in amount to the 
entire value of the two roads first operated by them. The 
managers then failed or suspended payment, in 1872, and 
afterward during the same year they got themselves incor- 














a, wa oe * 


eS 


m 


ng 
of 


- 
1a- 
ihe 
eir 
in- 
led 


go 
ng 


en 
the 
‘he 
ind 
or- 














NOVEMBER 5, 1880] 


THE RAILROAD GAZETTE. 








porated by the name of the ‘ Central ae Railroad 
Company,’ under the promise that such new corporation 
would itself soon absorb and retire all the securities and lia- 
bilities of the two railroads and also of the managers. 

Under this promise, made by the managers, and with such 
modification in the terms of the proposed charter of the new 
company as would, in the judgment of your then directors, 
prevent your railroad from being taken or operated by the 
new company without the recognition and payment by that 
company of your rental, your directors assented to the grant 
of this charter to the Central Vermont Company. Other- 
wise they would have opposed the grant of the same in tLe 
Legislature of Vermont, and in all probability have defeated 
in altogether. 

Good faith on the part of these managers, therefore, re- 
quired that they should not attempt to make use of the 
charter so obtained to get possession and control of your rail- 
roads without making provision for meeting the rental 
thereof. They took an exuctly opposite course from this. 
Having organized their new corporation, and installed them- 
selves in office as its directors and officers, they went speedily 
before the Chancellor of Franklin County with a petition 
that he would put the new pod gas in possession of your 
road as officer of his court, and subject it to his power and 
control, without requiring any provision to be made for your 
rental claim. And, strange to say, this petition was granted 
by the Chancellor, after strenuous opposition on your part; 
and, under that order of Chancellor Royce (made June 21, 
1873), that Central Vermont Corporation has ever since beld 
possession of your road, taken and used all the earnings 
thereof in its own way, and is still doing so, with the full 
countenance and support of Chancellor Royce. This state of 
things is, in my humble judgment, without parallel any- 
where, and could not have occurred at all in any court 
governed only by the principles of law known to English 
jurisprudence. 

The Central Vermont Corporation remained content with 
this state of things for about three years, as well it might, 
when it started a suit in the same Court of Chancery, seeking 
to have your railroad sold by order of court and appropri- 
ated to the payment of the large debts which had been in 
curred by these Central Vermont directors in their former 
capacity of managers of the railroads. This suit having 
been carried before the Supreme Court of Vermont, resulted 
(Oct. 30, 1877) in a decision of that Court refusing to crder 
the sale, and holding that your railroad was not, and since 
the so-called “decree” of 1864 had not been, in the lawful 
custody and control of the Franklin County Court of 
Chancery, or in the care of any persons lawfully acting as 
receivers or officers of that Court. It necessarily: followed 
from this decision, as understood by able counsel of this com- 
pany and by the directors, that the proceeding of Judge Royce 
in 1873, in placing the Central Vermont Corporation in pos- 
sesion and control of your road, was an unlawful and unjusti- 
fiable exercise of power on his part. Your directors sup- 
posed that Judge Royce would himself understand that de- 
cision in the same way, and would yield to it as conclusive 
and binding on him in any future proceedings thereafter 
brought before him in your behalf. In that expectation ap- 
plication was made to him early in 1878 to enforce your 
rental claim by placing receivers in possession of the Ver- 
most Central Railroad for that purpose. After hearing that 
application and deliberating thereon, Judge Royce rendered 
a decision on the first of March, 1878, in which he held that 
the Central Vermont Corporation was still in the possession 
and administration of your railroad, ** under the order and 
direction ” of the Court of Chancery presided over by him- 
self, the unanimous opinion (Oct. 30, 1877) of the Supreme 
Court, Judge Royce himself excepted, to the contrary, not- 
withstanding. 

It thus became manifest that, so far as the court of Judge 
Royce was concerned, you were not to enjoy the fruits of the 
decision of 1877 as your counsel and your directors under- 
stood that decision. But the Central Ferment Corporation 
did not rest content for a single day with the Supreme 
Court decision of 1877. As soon as the necessary papers 
could be drawn, a second suit was launched by that corpora- 
tion, having the same character and object as the first, un- 
der the flimsy pretence that their first case had miscarried 
on technical grounds alone, and if these technical difficulties 
were only removed that they would obtain the relief sought 
forin the first suit, and would be able to subject at least 
the future earnings of your property, if not your property it- 
self, to the satisfaction of the enormous debt of the managers. 

Contemporaneously with the instituting of this second 
suit by the Central Vermont Company for the sequestration 
of your railroad or its earnings in Chancellor Royce’s court, 
a remarkable exhibition took place about which you may be 
interested to hear. Two letters of great length were pub- 
lished in the Boston Daily Globe, over the signature “ A 
Boston Lawyer,” who professed to have had an extensive 
legal experience and to enjoy wide professiona] correspond- 
ence in Yermont. These letters first appeared in December, 
1877. ey were republished in the fall of 1878, with two 
additional! letters, in the Sunday Review at Burlington, and 
specially circulated in Vermont. The object of these letters 
was to show up tne decision of 1877 as weak and unsound, 
to call in question the statement of the writer of the Court’s 
“@pinion” that it had the unanimous sanction of the six 
judges sitting in the case, and to reflect upon Judge Barrett 





himself in a very malicious and unjust manner, Great | 
curiosity was excited at the time as to the authorship of | 


these letters. It was not then dreamed that they eman- 
ated from the state of Vermont, where the Supreme Court and 
Judge Barrett, the organ of that court in this instance, were 
supposed to be held in the highest estimation, both as jurists 
andasmen. It ha’ recently come to light that by whomso- 
ever these essays, termed letters, were written, they were 
furnished to the press for publication by no other person 
than the son of Judge Royce, then a student at law in his 
father’s office at St. Albans, Vt. The letters themselves bear 
internal evidence both of information and ability on the part 
of the writer, much beyond the reach or capacity of a young 
student of law, and they also purport to contain statements 
of fact, which, if true, were not properly within the knowl- 
edge or cognizance of any persons but the judges themselves. 
It is, therefore, a matter of some interest to you to know by 
whom this young student of law had been prompted. He 
then resided, and still resides, in his father’s family. Itis, per- 
haps, due to Judge Royce himself to say to you that I was yes- 
terday informed that Judge Royce disclaims having had any 
knowledge whatever as to the origin of these letters until 
after they had appeared in print. It is now stated on good 
authority that Judge Royce has prepared an opinion in the 
second suit of the Central Vermont Company to deprive you 
of your railroad, and has submitted the same to the other 
judges of the Supreme Court for their approval. And it is 
supposed that if this opinion shall be approved by a ma- 
jority of the court, it will become a decision. The officers 
of the Central Vermont Corporation, or some person in their 
interest, have already announced through the newspapers 
that it is expected this decision will be favorable to their 
claims. We have now waited for some months, andare still 
waiting, to learn whether the opinion of Judge Royce in 
this case is to prevail, or the opinion of the six judges who 
a upon these same matters in 1877, through Judge 
arrett as their mouthpiece, and whose decision has been ir- 
r evocably reeorded in the 50th volume of Vermont reports, 
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| MILEAGE, 
| 
' 
Alabama (it. Southern ......... | 
Atchison, Top. & 8. F.... ...... 
Burl'gton, Ced. Rapids & North, | 
Cairo & St. Louis ..... ie qe tRAe 
Central Pacific .......csscccee0- | 2,5 
Chesapeake & Ohio... 
Chicago & Alton................ 
Chicago & Eustern Ilinois..... | | 5 
Chicago, Milwaukee & St. Paul.) 3,111) 2,182) 929)........) 42. 
Chicago & Northwestern....... 2,575) 2.200 } i 
Chicago, St. Paul, Minn. & Om. 4 
Chicago & West Mich....3.— ..! 
Cin,, Ind., St. L. & Chi 
Cin. & Springfleld.............. 
Jleve., Col., Cin. & Ind......... 
Cleveland, Mt. Vernon & Del.. 
Denver & Rio Grande.......... 
Denver, South Park & Pacific. .| 
Des Moines & Ft. Dodge 
Det., Lansing & No...... .,.... 
Flint & Pere Marquette 
DE So dna ba chaedharnéwn s&pde 
Hannibal & St, Joseph....... ..| 
illinois Central, Uhnois lines... | 
ie ee lowa lines .... 
Ind., Bloom. & Western.,..... 
International & Great Northern! 
Kan, City, Ft, Scott & Guif.... | 
Kansas City, Lawrence & So... 
Lake Erie & Western .......... 
Little Rock & Ft, Smith 
Louisville & Nashville ......... 
Mar.. Houghton & Ontonagon..| 
Memphis & Charleston......... 
Memphis, Pad. & No........ Ca 
Missouri, Kansas & Texas...... | 
Mobile & Ohio ..... 
Nash., Chatta. & St. Louis..... 
N. Y. Central & Hudson River, 
Northern Central ix athe 
Northern Pacific............ ... 
Paducah & Elizabethtown. . 
Pennsylvania ........ 
Philad:lphia & Reading........ 
itts., Thusville & Buffalo, 
St. L., Alt. & T. H., Main Line. 
St.L., Alt. & T. H., Bellev'le L’e 71 

































































St. Louis, tron Mt. & Southern. GRD pchivakt #eGuks ONb.o cance 
St. Louis & San Francisco,.... | 6&0? 449, 143)........ 31.8 
St. Paul, Minn. & Manitoba.... 656 558 rages 5% 17.5 
St. Paul & Sioux City........... os > 1 Se ee eee 
EE VONIUL <vssnvesesscesccecs 100 100 Wet yee 
Texas & Pacific............ “ouh 7 444 73) 
Toledo, Peoria & Warsaw. 287 | |. | eS, eee 
Wabash, St. L. & Pacific .. 2,066 1.599 667 
Tow, GE PORES... 6.6 .cccceve 33,186 28,839 4.300 | 43) .... 
Total increase ............ pits avpes veseees B47 | 4 Frye 15.1 
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Sse pw 
62,541) 40,049 22,942 
809,000) 593,311) 215,689 
179,804 154,795) 25,009 
38,333 28,691 9,642 
1,957,000; 1,649,429 307,571 
240,628 224,092 16,536 
T8284 | 628,811 104,42: 
131,204) 82,049 40,855 
1,257,000 | 1,018,806 238,104 
1,957,951) 1,716,409) 241,542 ..... 
144,771 117,810) 26,061 . 
78,339) 63,507 14,832 
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127,532 95,53) 32,000) .... d 
33,564) 2 SRR i beas ..| 42.5] 400) 280 
111,182) are 4,370 3.8} 496 516 
146,032) 107,350 38,082) .... 055. 40.4) 488 383 
119,067 | 85,388| 33.679|..........., 30.5] 888) 27 
209,058 | 176,810 SN dda ake 18.2 7s 605 
582,350 433,350) ......0. : 7.4, GRS 682 
153,715 6 | Ra 11,0) 27 bse 
22,406)... eckdd 11,784 0.6 522 577 
178,049 ie 9.0) 371 340 
90, 186 DAM cb dbeeeked 5.8 542 O04 
73,518 55,028 18,490 ..... ..| 33.6) 270 Bat) 
109,852} 68,182 41,070 ..... . o| 61.2) 304, 221 
48,193 32,578 TX oe AT. = 20 108 
801,000) 527,214 kG 69.0 524 477 
116,184 78,165 38,019 ..... Rema 48.6) 1,351 909 
104,734) 35,305 69,339 195.9) 858 121 
19,361) 10,986 6.375) ......:05 76.1; 168 0G 
369,065) | eee 11,693 3.1! 460 484 
179,191} 161,253 17,938) .... 11.1 354) 319 
167,474 157,: 10,113 U4 Oo 347 
3,000,627 2.7) 2,945 2,867 
464,003 8.7) 1,423) 1,300 
BB2,810 22.8) 463) 421 
37.915 26.7 250 162 
3,647,544) 3,336,520 0.5) 1,940) 1,782 
2,080,256) 1,374,013 521) 2.567) 1,558 
54,000} 38.5 338) 317 
120,603) 13.5) 965! 586 
50,400} 7.6 87 778 
661,400 591,076 11.9, 966 86% 
277,817 190,120 BO.5 Hi) | 4433 
274,145 224,830 21. 418 501 
152,700 110,434 300) 290 
$3 28,125 317 281 
5 240,301 511 541 
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RAILROAD EARNINGS, NINE MONTHS ENDING SEPTEMBER 380. 











































| MILEAGE. EARNINGS, Earninas Per MILE. 
NaMeE or Roan, : ; ; mors 
1880,| 1879,| Inc. Dee P.e., 1880, 1879. Increase, Bt r, @. | 1880, | 1879, | Ine. Dec.| P.c. 
} j , 
| | | | | 
2a etl peainas| mbes} -epcat an ‘ 
| $ $  -g | $ % 
Ala. Gt. Southern ...| 290) 200)......\....]..... 453,534 204,998 168,536)........| 53.7) 1,564) 1,017 
Atch , Top. & 8. F....! 1,270! = 937) 33% °..../35.6 5,841,000) 4,332,545 1,508,449)........| 34.1) 4,500) 4,624... 
Bur., Ced. Rap. & No,| 402) 434) 58....)13.4! 1,465,742) 1,03 426,306)........| 41.0) 2,979) 2,305 
Cairo & St, Louis..... | 146 4 EEO eee Gene 290,501 187 102,820)... ....) 54.8) 1,900) 1,285 
Central Pacific ....... 2,475, 2,276) 199)....| 8.7 14,186,760] 12,520,127, 1,666,033). ......) 16.6 5,782) 5,501 
Chesapeake & Ohio...) 435 455)...... «02... . 1,997,009) 1,425,978 571,031) .......) 40.0) 4,501) 3,278 
Chicago & Alton...... 840° 763) 77 ....)10.1, 5,607,146] 3,933,400 1,673,746 -e+] 42.5) 6,675) 5,155 
Chi. & Kastern Ilinois 19 150 33... |20.8 910,542 GLLOTY = 208! | 48.8) 4,742) 3,849 
Chi., Mil. & St. Paul...) 2,665, 1,874, 701 ..../42.2)  8,721,00C] 6,560,873 2,160,127 | 32.9) 3,235) 3,501).. 
Chi. & N. W...........| 2,383) 2,158) 195°....| 9.0) 13,910,220) 11,317,929 2,502,400 22.9) 5,857) 5,173 
Chi., St. Paul, Minn. | 
& Omaba .e| 974) 240) 34...../14.2) 1.070,554 244,445)........ 29.3) 3,940) 3,480) 460.... | 13.1 
Chi, & West Mich.....) 245) 243). cele cee 603,361) 141.087 ees] 80.5) 2,463) 1,887) 570. . BOD 
Cin. & Springfield... i 81 631,335} 16.5) 7,794) 6.680) 1,105 | 165 
Cleve., Col.,Cin, & Ind., 391! 391 pes, ee 3,092,335 21.2) 7,900) 6.527) 138% |} 221.2 
Cleve., Mt. V. & Del.. 157 Ma es oe $11,014 | 10.2) 1,981) 1,708 Iss --| 10,2 
Denver & R.G... ... 420 337) 92!....127.8' 2,221,548 826,221 | 168.9) 5,179) 2,452) 2,727 .......) LLL3 
Denver, So. Park & P. 150 85) 65)..../76.5 1,404,876) 495,419 ‘ vereeee| 2OL.7| 9,966) 5,828) 4,158 .... Ts 
Des Moines & Ft. D’ge sd ee HER 223,726 159,068 64,658 oe 40.7; 2,663, 1.805 770) ......| 40.7 
Det., Lansing & No... 214 202 12....| 5.0 871.054 T8774 8.080 .... 10.6) 4,070) 3,000 161)... | 4.1 
Flint & Pere Mar..... 207 280 Rai< «ti 1,155,622) 793,530 340,092 ........| 42.9) 3,817) 2,834 98's .| 35.1 
Grand Trunk ........ 4 “ ah 7,700,685) 6,410,872 1,280,813 ........| 20.1) 6,045) 4,686) 1,850 ......) 274 
Great Western, _— j wt | 3,716,374) 3,150,360 557,005 .. ' 17.6) 7,065) 6,006) 1,050... 17 6 
Hannibal & st. Jo.... 1,808,004) 1,311,212 496,702 ......| 37.9) 6,192) 4,490) 1,702 .... 37 
Ill. Cen., Til. lines.... 4,555,731) 4,07: 450,200 |... 11.8) 5,130) 4,770) 460, 7.7 
Ill. Cen., Iowa lines. 1,187,769) = 1,065,665 122,106 .....cc0) 11.5) 2,057] 2,651 B06 11.5 
Ind., Bloom. & West. .! 900,496 841,625 ae 7.0 3,970) 278)......1 7,0 
Inter. & Gt. Northern 1,173.449| 1,083,080,  #0}460 || 8 v'oss| 1460...) Zo 
Kan. C’y. Ft. 8 & Gulf 814,187 612,754 201,452 ........| 32.0 $850, 7H6......) 210 
Kansas C’y, Law. & so. 530,763 341,173 189,500 vee) 55.6 2,045 By 1.1 
Lake Erie & Western. 935,568 454.556 450,83" .... .| 93.1 F 1,573 64.4 
Louisville & Nash.... 6,516,547) 4,018,064) 2,407,583 . OF85<.2) 4,445) 4,007 11.0 
Margq., Hought.& Ont. 656,304 440.386 2069078. 16.1) 7,082) 5,225 46.1 
Mem. & Charleston. | ye peat WI 752,677 533,602 218,985 ........| 41.0! 2,578) 1,828 41.0 
Mem., Paducah & No.| 115) = 115),,.,...... pit 149,666 111,503 YY ea 34.2 1,802) 969 $4.22 
Missouri, Kan, & Tex. oye eefeleecee| 3,026,770] 2,188,567 857.2055 : | $8.2) 3,850) 2,754 38.2 
Mobile & Ohio........| 8) 1.5 > 1,463,350) 1,254,470 2U8 RKO seee| 18.5! 2,802) 12,402 20,4 
Nash, Chatta, & St.L.| seccectsscefevecs| 2gL3,008| 1,271,022) 242,076 5) 2,800 19.0 
N. Y. C. & Hud. R....| 1,018 vee on Coe 24,629,276 20,820,705) 3,808,481 ........ “ 104 20,4555 18.55 
Nortbern Central,.... BOO) ci vces ee ae 3,584,105 2,902,408 G81 ,G07 . 25.5 10,004) 8,903 23.5 
Northern Pacific...... 2....1 6.5) 1,708,089) = 1,385,386 324,703 ..| 23.5, 2,490) 2,148 42)... 16.0 
Pad. & E’town........ ey MR HR 282,273 714,059 a SLY 1.526) 1,156, 370. 31.9 
Pennsylvania,........ 1.876 : 5 vl 3.0! 30,254,615) 24,516-211) 5,738,404 .... 24.4 16,074 13,455 2,619 ...... 19.5 
Phila, & Reading ' 54 ....) 6.3) 13,093,371 10,854,483) 2,258,888 .. . 20,8 14,278 12,554 1,724 al oa 
Pitts., Titusy. & buff 34... '128.3) ° 426,672 347, 108 TATA és 22.9) 2,771) 2,8033).. .| 122 4.2 
St.L.,A.&T.H., M. Li’e ae ee 1,027,507 712.480 315,027)... 44.2 5,269) 3.654 1,615).....' 44.2 
St. L.,A.& T.H.,B. Line < ¥ : 462.980 4 TR AD6 eves] 204 6,521) 5,415, 1,106 | 20.4 
St. L., Iron Mt. & So.. eval pouches 4,278,410 %$) 1,022,757 ..| BLA 6.246 4,753) 1,495... 31.4 
St. Louis & San Fran. 195 .... 54.0 1,876,055 848,682).... 82.6 3,386 2,802 ONE)... 18.:3 
St. P., Minn. & Man .. 88$..... 15.8 2,214,330 362.045 19.6 3.426 3,558 8S re) tad 
St. Paul & Sioux City. 150 .... 45.0, 1,035,546 249,610 $1.8 2,144 2,360) ..... 216 91 
Scioto Valley ...... se ele tataees 232,820 27,124 153.33) 2,328 2,005 273...) 1b 
Toledo, Peoria & W...| 2 aE EROS ls 1,027,399| 892,765 4 15.1 4.3305 5,767 968 15.) 
Wab,, St. L. & Pagific.| 1, 398 ..... 8,741,398) 6,068,029) 2,675,569 44.1 5,580 4,898 441 9.0 
Total, 53 roads......|31,898 28,418 3,582 102 ..... 197,319,032)155,355,555 41,965,477 6,186 5,407 719 are 
Total increase seecelecee oe ee 5 RRR a Ee 27.0) ..++. ’ 719 13.2 
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lowa Railroading. 

Not long ago the conductor of a freight train on the Des 
Moines & Fort Dodge, on stopping at a station, was sur- 
prised by finding one car with only one set of trucks under 
it, while the other end was supported by the coupling link. 
What had become of the missing trucks was a puzzler. Going 
back about seven miles, the truck was found a wreck, 
scattered along the track. How it came there was never 
solved, and the incident became one of the numerous re- 
markable ones on record. 

One day last week the conductor of a freight train on the 
same road was overhauled by a message at Rippey from the 
train master, inquiring what was the trouble with his train. 





The eouductor was not aware of any trouble. He looked the , 


train over. Every car was on the track, every brake in 
place, trucks all O. K.: no hot boxes, and he reported he was 
allas he should be. But the track told a different story. 
A car jumped the track, the wheels running along outside 
the rails, cutting off clean the head ot every spike for two 
miles and a quarter, when the decapitation ceased, and the 
wheels remounted the rails. It required two kegs of spikes 
to replace those cut off. Not a man on the train had noticed 
anvthing unusual about the train. That is a pretty good 
specimen of Iowa railroading. On most roads there would 
have been a wreck and ruin, but the wreckers got most all 
there was on this toad years ago, when the old Valley Com 
yany run, and Manager Gilman is careful t ive what ix 
loft: Des Moines Correspondence Chicago Tribune 
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EDITORIAL ANNOUNCEMENTS, 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.—Busincss letters should be addressed and drafts 
made payable to THE RAILROAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
Eprrok RAILROAD GAZETTE. 

Advertisements.— We wish it distinctly understood that 
we will entertain no, proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umns We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inven- 
tions, machinery, supplies, financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronage. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
important improvements of old ones, experiments in the 
construction of roads and machinery anc in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement, Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
pecially annual reports, some notice of all of which will 
be published 


SEPTEMBER EARNINGS. 


In our table we have reports of the earnings of 55 
railroads in September, having this year, in the aggre- 
gate, 83,186 miles of road, which is about 8714 per 
cent. of the total mileage in operation in the United 
States, and 15 per cent. more than these roads worked 
last year. Nearly one-half of the roads (26) have some 


‘increase of mileage, varying from 1 to 929 miles, eight 


have an increase of more than 30 per cent., and fifteen 
of 10 per cent, or more in their mileage, so that a 
comparison of total earnings without a comparison of 
mileage in the two years has little value. With this 
increase of 15.1 per cent. in mileage, the 55 roads have 
made an increase of 19.3 per cent. in their earnings, 
and their average earnings per mile of road have in- 
creased from $748 to $770, or at the rate of 3.6 per cent. 
Only four of the 55 roads show any decrease in total 
earnings, but thirteen of them have smaller earnings per 
m le this year, and there are fewer of the enormous 
yereentages of increase which had been so numerous 
for several months -previous, There remain some, 
most of which can be explained by special causes, such 
as the increase of 121 per cent. in earnings per mile of 
the Denver & Rio Grande, by its access to the Lead- 
ville mining district, enabling it to share the business 
which the South Park road had pretty much to itself 
last year, and effecting a decrease of 30 per cent. in the 
earnings per mile of the latter road ; also the increase 
of 1974¢ per cent. on the Memphis & Charleston and 
75 on the Memphis, Paducah & Northern, because 
those roads had their traffic nearly destroyed by the 





ee fever last year ; the increase of 48.6 per cent. on 
the Marquette, Houghton & Ontonagon, which is sup- 
ported chiefly by the iron ore traffic, which has been 
expanded greatly this year. Besides these there are 
ten roads whose earnings per mile have increased 
more than 20 per cent., and the largest of these in- 
creases are 56 per cent. on the Alabama Great South- 

rm, 54 on the Paducah & Elizabethtown, 52 on the 
Philadelphia & Reading, 4744 on the Little Rock & 
Fort Smith, 421g on the Des Moines & Fort Dodge, 40 
on the Georgia, and 3714 on the Lake Erie & Western. 

As we have noted from time to time, the roads 
largely supported by through traffic from the West car- 
ried at trunk-line rates show comparatively little in- 
crease in earnings over September of last year, when 
through rates in both directions were the same, and 
were probably equally well maintained. There are nine 
such roads in the table ; one of these is the Wabash, 
whose mileage isso much changed as to make it im- 
possible to compare its earnings for this purpose. But 
the other eight, with 4,146 miles of road, and only 
nine miles more than last year, have in the aggregate 
$7,134,188 of earnings this year, which is but $437,120, 
or 5.8 per cent. more than they had last year in Sep- 
tember. Considering the much greater activity in 
passenger traffic, it is probable that these eight roads 
had smaller freight earnings this year, and as there 
were this year greater shipments of west-bound 
through freights and of local manufacturing freights, 
this argues a still greater decrease in the through ship- 
menis eastward. The traffic and the earnings were 
large last year, however, September first showing a 
great and general improvement in railroad earnings 
then, so that the moderate increase this year shows a 
very satisfactory condition of the business of these 
lines. 

But if these roads have improved comparatively 
little it follows that the others have improved more 
than the total of our table shows. In fact, the other 
roads, footed separately, make the following showing : 


- 1879. a> P.c. 
Miles...... : 24,517 17.7 
Total earnings. iis: bake $17, Boe. “or $13, 894, 821 $3, en? ‘sao 26.6 
Earnings per mile ... 610 567 43 7.6 


Thus, while the average increase in earnings per 
mile has been but 3.6 per cent., on the roads not large 
carriers of trunk-line traffic it has been 7.6 per cent., 
which, considering their great increase of 17.7 per 
cent, in mileage, is very satisfactory. Not all the ad- 
ditions of road arenew, however. <A considerable part 
of them worked last year by other companies. 

During September last year the roads in the South- 
western Association closed their long war of rates. 
About one-half of the month the war lasted; this year 
rates were maintained throughout the month by these 
roads. The Chicago & Alton shows an increase of 16.6 
per cent. this year, and the Hannibal & St. Joseph one 
of 18.2, which will be partly accounted for by the 
change in rates. 

The lines west of Lake Michigan, which we have 
sometimes classed as ‘‘ spring wheat roads,” including 
the Burlington, Cedar Rapids & Northern, the Chi- 
cago, Milwaukee & St. Paul, the Chicago & North- 
western, the Iowa lines of the [linois Central, the 
Northern Pacific, the St. Paul, Minneapolis & Mani- 
toba, and the St. Paul & Sioux City, show generally 
little or no improvement (in earnings per mile) over 
last: year, three of them having a decrease ; all but the 
Illinois Central have a larger mileage than last year, 
in several cases a very large addition ; the Illinois Cen- 
tral’s increase is considerable (113 per cent.) 

No less than twelve Southern roads report for the 
month, generally showing moderate increases, though 
the Georgia Railroad, the Little Rock & Fort Smith, 
and the two Memphis roads (whose business was de- 
stroyed by yellow fever last year), have enormous 
gains. 

Of the two roads from the North to " 
souri, Kansas & Texas loses a little, 
Mountain gains largely (12 per cent.) 

There is no New England road in the list. 

This is the fourth fall that railroad earnings have 
been large. In 1877 there was a very heavy grain traf- 
fic after esitenh-tlaite much greater than had ever 
been known before; and the pressure of business was 
so great that rates were well maintained—much of the 
time higher than they have been this fall. That year 
our table had reports from 30 roads, showing an in- 
crease of 6 per cent. in average earnings per mile over 
1876, when Centennial passenger traffic was at its 
height. For September, 1878, we had reports from 88 
roads, showing a decrease of 91g per cent. from 1877 in 
average earnings per 1aile; last year 85 roads reported 
an increase of 1114 per cent. over 1878; and this year, 
assaid above, we have an increase of 314 per cent. over 
1879. 

Further to trace the progress of earnings for a series 
of years, we give below the earnings per mile of road of 


Texas, the Mis- 
while the Iron 
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a number of roads in September of the last seven years: 
Earnings per Mile of Road for Seven Years. 

1874. 1875. 1876. 1877. 1878, 1879. 1880, 

Atch., Top. &8. F. $217 $290 $381 $353 $536 $561 $585 

Burl.,C.R.& Nor 282 204 247 471 320 357 365 

Cairo & St. Louis 236 205 172 146 135 197 263 

Central Pacific...1,002 1,113 1,079 776 821 706 7 


Chicago & Alton. 806 754 807 709 654 749 872 
Chic. & East. Ill. ... Piro 539 437 456 579 600 
Chic., Mil. & St. 

Paul “Te « ee 529 461 835 460 467 404 
Chic. & N. W.. 36 805 788 1,019 689 750 760 
Cin., Ind., St. i. 

& Chicag Di are 5 983 987 683 648 673 927 783 
Cleve., Col., Cin. 

& Ind sha ila acs ath 985 976 935 818 848 1,049 1,049 
Cleve., Mt. V. & 

ae = sisi 223 246 219 256 258 
Denver & R.G... .... 244 223 264 337 335 741 
Flint & Pere M... 437 es oiien alah vate 383 488 
Georgia.......... 408 445 435 331 277 278 388 


Hannibal & St. Jo 683 522 634 « 699 791 605 716 
lil. Cen.,in Tl... 833 792 693 825 606 £682 #685 
Ill, Cen., in Towa. 425 395 318 521 336 382 427 
Ind., Bloom, and 


Weatern........ 461 418 353 356 555 577 522 
Int. & Gt, North.. 231 194 290 264 302 340 371 
Kan.C..L.& So. . Sune 200 222 27 329 


Louisville& Nash. 587 482 535 537 420 477 524 
Mem. & Charles- 


My bissisctashe Rae 266 247 Sues 121 358 
Memphis, Pad. & 
Northern....... bas 140 134 127 67 96 168 


Mo., Kan. & Tex. 426 371 412 391 420 484 469 
Mobile & Ohio... 298 284 332 269 181 319 354 
Nash., Chat. & St. 


ES veer keds ‘St? 431 389 451 354 347 369 
North. Cen...... 1,411 1,417 1,209 1,159 1,098 1,309 1,423 
Paducah & Eliz.. .. sae vide 153 15% 162 250 
Pennsyivania ... .2,0% 34 2,198 2,309 1,688 1,600 1,782 1,940 


Phila. & Reading. 2 "025 > 2,110 1,535 1,666 843 1,558 2,367 
St. L., Alt. & T. H. 

(Belleville Line) 779 686 628 706 855 778 837 
St. L., Iron Mt. 


& Southern.... 427 487 520 612 5v9 863 966 
St. L. San Fran.. 730 , 415 412 351 443 469 
Scioto Valley.... ... 432 j 176 292 281 317 


Texas & Pacific.. 287 378 394 448 405 541 Sil 
Tol.,P.& War... 455 523 612 492 523 474 587 


For 84 of these roads the earnings are given for 1880, 
1879, 1878 and 1877; for 31 of them for 1876 also; for 
28, for 1875 also; and for 26 of them for 1874 also. 
Eighteen of the 86 roads have larger earnings this year 
than in any other reported in the table. Only five 
had larger earnings in 1879, and valy four in 1878; but 
eight had larger earnings in 1877, nine (out of 31) in 
1876, eight (out of 28) in 1875, and nine (out of 27) in 
1814, 

The average earnings per mile this year were $770, 
yet only nine out of 36 roads reported above reached 
this average, which is brought up by a few roads 
with large mileage having much more than the 
average. Thus the earnings of the roads—the New 
York Central, the Pennsylvania and the Reading— 


alone make $280 per mile for the whole 33,186 
miles reporting. The very great variations in 
the earnings of prosperous roads is noticeable, 
The Reading, which cannot pay all the interest 


on its bonds, not to say dividends on its stock, earned 
nearly three times as much as the Chicago & Alton, 
which is good for 7 or 8 per cent. dividends every year; 
and the Northern Central, which has paid but 61¢ per 
cent. in dividends in eight years, earned two and ane. 
quarters times as much as the Louisville & Nashville, 
which has divided 8 per cent. within a year, and had a 
surplus of more than half as much more, By the way, 
there are 15 roadsin the above list of 86 that had 
larger earnings per mile than the Louisville & Nash- 
ville in September, including the Atchison, Topeka 
& Santa Fe, the Chicago & Eastern Illinois, the Illinois 
Central, the Iron Mountain and the Toledo, Peoria & 
Warsaw. In this, as in many other cases, light in- 
terest charges make possible a good surplus for divi 
dends, and when there is a small amount of capital 
stock pér mile, the dividends may be large. 

The very small and the very large earnings per mile 
this year are: 


Mem., Paducah & Nor........ $168 | New York Central......$2,945 
Ala. Great Southern.......... 216 | Phila, & Reading....... 29867 
Pad. & Elizabethtown....... 250) Pennsylvania...... .... 1,940 
Cleve., Mt. V. & Del.... . : 258 | Northern Central...... 1,423 
Cairo & St. Louis. . it 2633 | Marquette, H. & Ont... 1,351 
Kansas C., Lawrence & So... 270 | Cleve., ( ‘ol., Cin, & Ind. 1 ,049 
Little Roc k & Ft. Smith 202 | Ciu, & Springti: _ =e 1, *006 


No other road earned less than $300 and no other as 
much as $1,000 per mile. 

The September traffic was in many respects lighter 
than was expected. There had been an enormous 
grain movement in July and August, much larger than 
usual in those months, and it fell off in September, 
when it usually increases; and the spring wheat 
of Iowa, Minnesota and Dakota, which, when there 
is an early harvest and a sharp foreign demand, 
usually comes forward plentifully in September, hardly 
began to move at all. The cotton movement also was 
backward. In October there was an improvement on 
many Western roads, but little if any until the last 
week of the month on the roads between the West and 
the East. So true was this, that the rates, which were 
advanced from the basis of 30 to 35 Oct. 13, last year, 
have not yet been changed this year, and therefore 
the average east-bound through rates will be consider- 
ably lower this year, September rates having been the 
same. How far the active election campaign may 
have affected traffic it is difficult to say. In some 
parts of the country it must have considerably swelled 
passenger traffic ; but anything that takes men from 
their work much of the time diminishes production and 
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is likely at some time to diminish shipments. Reports 
so far made for parts of October make a satisfactory 
showing. 

For the nine months ending with September our 
table has reports from 53 railroads with 31,898 miles 
of road this year, which is 12.2 per cent. more than 
they worked last year. Their aggregate earnings in- 
creased from $155,355,555 to $197,319,632, or nearly 
$42,000,000—27 per cent.—and their average earnings 
per mile increased from $5,467 to $6,186, or 13.2 per 
cent. Every one of these roads shows an increase in 
total earnings, and all but four(which have large addi- 
tions to their mileage) have increases in earnings per 
mile. The latter on five roads is more than 50 per 
cent., and on nineteen more than 25 cent. 

Ten of the roads named are largely supported by 
through traffic carried at trunk line-rates. These 
roads had 6,136 miles of road this year (and 40 miles more 
last year), and their aggregate earnings were $76,584, - 
112, which is $13,233,764, or 20.9, more than last year, 
while forthe month of September their increase was 
less than 6 per cent. With less than one-fifth of the 
total mileage reporting these ten roads earned 88.8 per 
cent. of the total earnings. Taking the other roads 
separately, we find their aggregate earnings to have 
increased 31 per cent., but their earnings per mile only 
1314 per cent. The leading lines carrying trunk-line 
traffic have increased as follows: Cleveland, Colum- 
bus, Cincinnati & Indianapolis, 21.2 per cent.; Grand 
Trunk, 20.1; Great Western, 17.6; New York Central, 
18.3; Northern Central, 23.5; Pennsylvania, 23.4. 

The differences are not very great here; but, as these 
roads have not increased in mileage, their rate of 
gain is considerably greater than the average. 

The smallest and largest earnings per mile for the 
nine months were: 


1880. 1879. | 1880. 1879. 
Mem., Pac. & -C.,L.&80 $2,061 2,043 
_ ae $1,302 $969 N.Y. Cen.... 24,194 20,453 
Pad. & Eliz... 1,526 1,158 | Penna........ 16,074 13,455 
Ala. Gt. So... 1,564 1,017 | Reading...... 14,27 12,554 
Cleve., Mt. V. North. Cen... 10,004 8,903 
oS ea 1,981 1, 798 | D. * South P. 9,966 5,828 
Cairo & St. L. 1,990 1,785 |C., C., C. & 
Lake Erie & In i Ret eadeee 7,908 6,527 


Western.... 2,584 1,573 | Cin, & Spring 7, 74 6,687 
Mem. & Char 2,57 1,828 | M. H. & Ont. 7,632 5,225 
C.&W.Mich 21463 1,887| Gt. Western.. 7,065 6,006 

No other road earned less than $2,000 nor more than 
$7,000, either year, and no other more than $6,000 in 
1879. The New York Central this year earned 1814 
times as much per mile as the Memphis, Paducah & 
Northern and 914 times as much as the Lake Erie & 
Western. 

By far the largest number of the great increase are 
on roads which last year had very light earnings and 
this year are still below the average. There are, for 
example, 17 roads that have had this year an increase 
of 80 per cent. or more in earnings per mile. Of these 
no less than eight earned less than $2,000, and twelve 
less than $3,000 a mile, and not one had the average 
earnings per mile of that year. And four of them 
have this year, in spite of their great gains, still less 
than $2,000 per mile, eight less than $3,000, ten less than 
$4,000, eleven less than $5,000, and fourteen Jess than 
$6,000 per mile, the average of all the roads reporting 
being $6,186, which is just exceeded by two of the 
roads that have gained 30 per cent., and greatly by the 
Denver, South Park & Pacific only. The latter road, 
by the way, which before it has been finished a year has 
taken the fifth rank for earnings per mile in the list of 
58 roads, is not holding the position it had earlier in the 
year, as witness its earnings per mile for successive 
months: 


1880. 1879. 1880. 1879, 
March .....,.......-$1,33] Ch eee $933 $828 
April 1,625 519 a err 826 1,073 
May . 1,623 928|/September ....... 850 =—1,124 





June.............., 1006 88 

In April last the gross earnings of this road were 
$238,939, and in August they fell to $128,811. This is 
due to two causes: In the spring there was a great rush 
to the new mining regions, while later in the year the 
business became more settled and regular ; and, second, 
the Denver & Rio Grande now gets a larger proportion of 
the business than it used to. It should be added that 
the road (whose debt is but $12,000 per mile, and which 
probably did not cost $20,000) may well be enormously 
profitable at the present rate of earnings. 

For the rest of the year we shall have to compare 
with a period of great activity in traffic and large 
earnings, and the well established roads, especially in 
the East, will do well if they earn as much as then, 
They will, however, probably earn somewhat more, 
Passenger traffic is decidedly larger than last year, 
and freight traffic is likely to be as large on most 
roads, though through east-bound rates will probably 
be lower. Last year our tables showed an increase in 
average earnings per mile over 1878 of 1114 per cent. in 
September, 10 in October, 41g in November and 19 per 
cent. in December, and these months (with the excep- 
tion of December) were very favorable in 1878 and 
also in 1877, 





Recent Saguente Court hatiioen. 





The 101st volume, just published, of the United 
States Supreme Court Reports contains several decis- 
ions in railroad cases, which will be, probably, all the 
more valuable to many readers because they deal not 
with matters of every day traffic and casualty, but 
with the more abstruse questions of general manage- 
ment and fiscal policy. For example, the fundamen- 
tal topic of the nature of the company’s corporate 
power and obligation is strikingly presented in a suit 
against the West Jersey Railroad Company. Years 
ago the Millville & Glassboro Railroad, after running 
unsuccessfully for a time under corporate manage- 
mént, entered into a general agreement with Thomas 
& Co., leasing the road to them. The agreement con- 
tained a stipulation that the company might, at any 
time, terminate the lease, but, if they should do so, 
Thomas & Co, might have an arbitration to determine 
what loss they incurred thereby ; and the railroad 
company engaged to pay them the amount so awarded. 
Six or eight years afterward the company made a con- 
solidation with the West Jersey Company, which as- 
sumed all the property and obligations of its prede- 
cessor. Thomas & Co. surrendered the road and _ roll- 
ing stock to the consolidated company and called upon 
the Millville & Glassboro Company to unite with them 
in an arbitration upon their damages. The arbitrators 
found in their favor for about $160,000. For this sum 
Thomas & Co. looked to the West Jersey Company ; 
but that company refused, taking the ground that the 
agreement was void for want of any power in the 
original company to lease its road. The Supreme 
Court has sustained this position. 

The counselfor Thomas & Co. contended that the 
lease was explicitly authorized by the company’s char- 
ter ; and that, if it had not been, it was still valid upon 
general principles. To establish the first proposition, 
they read a clause in the charter which provided that 
the company might ‘make contracts and engagements 
with any other corporation or with individuals for the 
transporting or conveying” any merchandise or passen- 
gers. But the Court said that such a clause in a char- 
ter is no more than saying, ‘‘you may do the business of 
carrying goods and passengers and may make con- 
tracts for doing that business; such contracts you 
may make with any other corporation or with individ- 
uals” It authorizes the company to make engage- 
ments with connecting roads, but can not be stretched 
into a permission to transfer its own road altogether 
to other persons. Then, upon the general question of 
the power of a company to part with its road and 
transfer its franchise and obligations, the decision of 
the Court is that this is not allowable. It is not true 
that a corporation may generally do whatever is law- 
ful to individuals, or may deal with its property like 
a private owner. On the contrary it can only exercise 
such powers as are grantelto it. The general prin- 
ciple, both in England and America, is that a railroad 
charter is a franchise granted in a large measure to be 
exercised for the public good. And any contract 
which disables the corporation from performing its 
functions, which undertakes without the consent of 
the'state to transfer to strangers the rights and powers 
conferred by the charter, and to relieve the original 
grantees from its obligation, is a violation of the con- 
tract between the company and the state, and is void 
as against public policy. The result is that the his- 
tory of the transaction as a whole is held not to 
create any obligation upon the West Jersey Company 
to pay Thomas & Co. their damages. 

License fees upon street railroads were drawn in 
question in a suit against the Union Passenger Rail- 
way Company of Philadelphia, and the decision is one 
by which promoters organizing companies which 
depend upon obtaining consent of municipal authorities 
to run through city streets will do well to take warning. 
In 1864 there were already several passenger railroads 
in Philadelphia; and they were paying into the city 
treasury a fee of thirty dollars per year for each car 
run upon any road, Under this state of facts the 
Union Passenger Railway Company was organized, 
and #charter was granted to it upon the condition 
that it should pay ‘‘such license for each car run by 
said company as is now paid by other passenger rail- 
way companies ” in the city. Some years afterwards 
a city ordinance and an act of the legislature assumed 
to raise the license fee required from the street rail- 
roads generally from thirty dollars to fifty. The 
Union Company resisted the increase, urging that it 
could not be applied to it ; that their charter gave to it 
the permanent right to run cars for such license fee as 
was charged in 1864 (“‘ as is now paid”), when it was 
established, The decision of the Supreme Court is 
adverse to the claim. Street railroad companies are 
generally subject to whatever power is vested in the 
city government of imposing, license fees upon 
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vocations ; such as hacks, omnibuses, carts, and the 
like. There is no difference in this respect between 
horse cars and other vehicles, unless where the legis- 
lature has made one in distinct terms. The charter 
of the Union Company only meant that the cars of 
that company should not be required to pay a higher 
fee than those of other roads. It did not mean that 
the license should forever remain at $30 when the 
other cars were lawfully paying $50. 

Many freight agents do not understand the law 
governing delivery of merchandise covered by a 
transferable receipt precisely as itis laid down by the 
Supreme Court in a case involving the North Pennsyl- 
vania Railroad. The circumstances were very compli- 
cated, but the general question was which of two persons 
was entitled to have a large quantity of cotton which had 
been transported to Chester, Pa., from Missouri, 
delivered to him. One claimant held a bill of 
lading which by regular successive endorsements 
had been transferred to him for advance of cash made 
on the faith of it. It had, however, inthe origin been 
fraudulently obtained from the true owner. The other 
claimant held the true owner’s title, which was un- 
doubtedly good, except for the circumstance of the 
bill of lading having been negotiated. There are familiar 
principles which give one who has in good faith 
advanced cash upon a bill of lading a better claim 
to the property than the original shipper, if the 
latter authorized or by negligence permitted the 
transfer, even though he may have been cheated 
by the person to whom he intrusted the bill, and may 
have a perfectly good defence to any claim such 
person could make. The application of these principles 
was strengthened in this case by a statute of Pennsyl- 
vania declaring that bills of lading shall be ‘ negoti- 
able by indorsement and delivery.” Acting upon these 
views the freight agent seems to have delivered the 
cotton to the holder of the bill. A suit was then 
brought against him by the other claimant, who 
showed that the bill was practically stolen, The 
Supreme Court decided that the rights of the holder 
of the railroad receipts in such cases must yield to 
those of the true owner. When bank-notes or com- 
mercial paper negotiable in the strictest sense is lost 
or stolen, a bona fide purchaser for value acquires a 
good title, even against the true owner. But this rule 
does not arise merely from the negotiability of those 
instruments, but from their character as represent- 
atives of money ; it is allowed in order to sustain their 
usefulness as a circulating medium. The reason does 
not apply to railroad or shipping receipts ; for they are 
not representatives of money, but symbols of the 
ownership of the goods mentioned, Suppose the goods 
themselves were lost or stolen, a sale of them by the 
finder or thief, even to a purchaserin good faith and 
for value, would not divest the true title; clearly then 
a sale of the paper symbol of ownership should not 
have any higher effect than would be attributed to a 
sale of the merchandise itself. According to this de- 
cision it may be the duty of freight agents, when satis- 
fied that the bill of lading on which merchandise is 
demanded has been stolen from the owner of the 
goods, or obtained by a fraud equivalent to ‘that— 
without any consent or negligence on his part making 
it unjust that he should prefer his claim—to refuse to 
recognize the’ bill even in the hands of a holder for 
value, and to make delivery according to the order of 
the original shipper, 


The Boston & & Albany Report. 


The Boston & Albany Railroad Company has thus early 
made its report of earnings and expenses for the fiscal year 
ending with September. Compared with the previous year 
the figures are : 


1879. Increase. P.c. 

Gross earnings.......... $7. "WAL. 118 $6, 427,464 $1, 31: 3, 654 20.9 
Working expenses.... 5,248,500 3,723,825 1,524, 675 40.9 
Net earnings... ..... <= 492,618 $2,703,639 $211,021 7.8 


The increase of 21 per cent. in gross earnings may be com- 
pared with the increase of 16.6 per cent. on the New York 
Central for the same year, of which the Boston & Albany 
may be considered as the ‘ Boston Extension,” as nearly its 
whole through freight traffic is that interchanged with the 
New York Central. Boston traffic in some important partic- 
ulars (especially grain) increased faster than New York traffic 
during the year. But during the past year for the first time 
the Erie has had an effective connection with Boston through 
the Tunnel line, and the Grand Trunk route for some time 
brought thither a larger proportion than usual, so that the 
Boston & Albany has had more than the usual competition 
to meet. 

The increase in earnings is in every item—9 per cent, in 
passenger earnings, 2614 per cent. in freight and 26 per cent. 
in other earnings. New York Central passenger earnings 
increased 11 per cent. the same year, its freight earnings 21 
per cent., and its other earnings 4)¢ per cent. Passenger 

earnings were 32% per cent. of the total on the Boston & 
Albany, and only 20 per cent. on the New York Central, 

Tbe most remarkable feature of the report, however, is 
the enormous increase of working expenses; inffact the in 
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crease is so great and unprocedented that it is cali that 
large additions to the property must have been charged to 





expenses. ‘The figures under the different heads of expenses 
are; 

ate pri 39 Pen oO) ri" 

Repairs of road $818,970 $549,7¢ 269," 4 
' “¢ = 368,465 2453" 21 123,144 50.2 
COBB. eee eee 616,872 285,525 333,340 ..... 

3 ‘of c~ rildings, . 
<3 ARE FE > 303,996 136,496 167,500 122.7 
ransportation and ge n- 

Transp 3,140,196 2,508,715 631,482 24.8 


Total 85,248,500 3: +, 723, #24 $1, b24, 24.676 

Such increases in maintenance expenses we have probably 
never bad to chronicle before on a road with little or no in- 
crease of mileage, And that it has not been due to increased 
traffic may be known from the fact that the increase in train 
mifeage is 1114 per cent., and in tonnage mileage 15'4¢ per 
cent.. the larger freight earnings having been largely due to 
an increase of LO per cent, in the average freight rate. 

These figures would indicate that the company has chosen 
this asa favorable time to improve its property without 
raising new capital, all of which of course will strengthen 
its position for the future. It is not that it has surplus 
profits which it must get rid of; for it pays only 8 per cent. 
dividends from the profits of last year; and it is permitted 
to pay 10, and for a long series of years and until 1876 it did 
pay 10 per cent, regularly. Apparently there is likely to 
be little difficulty in its earning enough to pay 10 per cent. 
hereafter; though, with the vast increase of expenses last 
year there was not enough—indeed, the net earnings were 
year before by an amount equal to 1 per cent. 


40.9 


less than the 
on the stock, 

The company’s gross earnings, expenses and net earnings 
for ten years have been ; 








Ciross e warnings. Expenses, Net ear aes 
1860-70 6,943,185 $4, 746,808 $2, 
1870-71 “ Vs 342 5,807,350 
1871-72.. . 9,259,500 6, BG, 084 
1872-73... BAS: 0798. 033 7 561.160 ) 5,873 
1873 74 tian 8013,128 6,548,212 2304016 
1874 7 5 . 7,860,954 1,371,908 2,498,051 
L875-76 : 7,074,758 4,682,004 2,391,764 
L876-77 . 6,780,597 4,612,766 2 167,851 
1877-78 68.655, 585 441° 1907 ) "219! 536 
1878-70 seees s+, 6,427,404 3,725, 82. 2 703,639 
1879-80 7,741,118 5,248, 500 5) "402. 618 


The course of gross earnings has been remarkable, the in- 
crease being rapid up to 1878 (not only as shown above, but 
all the way from 1864), and then just as regularly and 
nearly as rapidly until 1878-79. Now they have begun to 
go up again, and from the lowest point have recovered ina 
single year to an amount larger than in any of the four 
preceding years, and nearly equal to those of 1874-75, yet 
still very much less than in 1873. And the working ex- 
penses have changed with the gross earnings; with a single 
exception in the last twenty years there has never been an 
increase of gross earnings that was not accompanied by an 
increase in working expenses, nor a decrease in the one with- 
out a decrease in the other; there has never before, how- 
ever, been a year when the change was so great in a single 
year. Krom 1874 to 1875 there was a decrease of nearly 
$1,200,000 in the expenses; but since that time $700,000 has 
been the largest difference between the earnings of two 
consecutive years, until this year, when it has risen to 
$1,525,000. 

The net earnings, however, have been quite stable. Since 
1868, they have not been less than 42,000,000, and when 
they were largest, in 1878-79, they were $2,704,000, With 
the exception of that year, and of 1874-5, the net earnings 
of the year just ended are the largest ever made. 

The traffic shows no interruption to its growth. The figures 
for passenger traflic we have not seen as yet, but the train- 
mileage, the tonnage-mileage, and the average receipt per 
ton per mile for ten years have been : 

Av. freight 





Year ‘Train-miles, ‘Ton-miles, rate, 
1869-70 3,452,048 178,669,789 
| A 4,005, 815 227,151,080 
“ eae a 4 .883,071 200,064,965 
7q . 6,661,554 317,670,752 i. “16 © ts, 
5,069,780 200,672 360 1.82 
4.900.203 282, 809, TRO Los * 
pian 4,083,880 24 1.28 ‘ 
».045,728 1.21 
+0 bieeeNee 1,024, 1835 Looe 
ee 4,889,772 es 
EEG » 05 3.603 ka amkeeie 5 ADO, 720 SAD 804 1.2) ° 


Thus the train milea ge last year, though 11!¢ per cent. 
more than the year before, is less than in 1873. However, the 
freight traftic has grown less on this road than on most others, 
and was actually larger in 1878 than again for four years. 
The increase last year was, however, the largest for many 
years, and considering that it was made in the face of in- 
creased competition from the tunnel route (fed by the Erie) 
and the Grand Trunk, this is quite an achievement, 

The rates heretofore have gone down steadily, but this last 
year they have recovered at once the losses of the two previ- 
ous years and are just equal to those of 1877. This doubt- 
less has been due to the maintenance of east-bound through 
rates for the first time in many years. 

The Massachusetts roads are strictly limited to 10 per 


cent. dividends. The Boston & Albany‘has not yet returned 
to that rate ; but it evidently is now able to, and there 


seems, therefore, a lack of the ordinary motives to prompt it 
to enlarge its business and conduct it in the most economical 
way. It can permit very large crumbs to fall from its table 
without lessening the profits of its proprietors. By clearing 
off its light funded debt ($5,000,000 7s and $2,000,000 6s), it 
might substitute stock therefor, but even then $2,700,000 
would be the limit of the profits it could divide, and it has 
already made a8 much as thisjone year. Already it seenis 
to be taking steps to avoid making too much money, as at 
the late stockholders’ meeting it was voted to reduce local 
rates one-sixth. This will doubtless be a very popular 
change in Massachiisetts, at least on the line of the road, and 
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it will tend to strengthen the position of the road by en- 
couraging the establishment of industries on its lines rather 
than elsewhere; but, as we have lately explained, reductions 
in through rates would be more likely to keep out new com- 
petitors, which, however, have not much temptation in 
Massachusetts. 


Axle Breakages in Germany. 


The German Railroad Union’s report of axle breakages for 
1879 has recently been published. The statement of the 
number of breakages in proportion to the number of axles 
in use for the past nine years is of itself eloquent testimony 
to the progress that has been made since this investigation 
was begun. It is as follows: 


NO. OF AXLES TO ONE BROKEN, 

Year. Locomotive Teuder Car Total, 
1874. 655 300 1,874 1,505 
1877. : 484 306 3,373 2,189 
1876 ; 590 242 2,725 1,865 
1875 466 425 2,330 1,756 
1874 415 18h 1,588 1,170 
1873 --. OO1 147 1,302 1,041 
1872 239 w 1,048 696 
1871... 396 77 789 592 
1870.... 63 123 1,040 776 


Thus, though the proportion of breakages has increased in 
1878 and was then the largest for four years, it was still lit- 
tle more than half as great as in 1870. The number of 
breakages each month is given, but it does not seem to be 
affected by cold weather. The largest number was in De 
cember, it is true; but in the four months of December, Jan- 
uary, February and March there were but 32, while in June, 
July, August and September there were 39. Nine of the 
whole nninber of 102 are charged to hot journals. 

The average life of the broken axles, in years, months and 
weeks, has been: 

Cars. 


Locomotives. ‘Tenders. 


Yr, Mo, W, Yr Mo, W Yr, Mo. W 
1 1 


78.. 10 7 1 18 6 15 1 5 
7 10 5 6 15 0 24 14 7 - 
1876 11 23 15 5 9 Lis 6 19 
1875 i ot) 24 14 1 5 11 Fi 29 
1874. s 27 14 5 4 lI i 18 
1875 i! 1 7 11 iT) 12 11 1 A 
1872 LO 2 ED 1! H 5 Ll q 233 
1871 0 10 16 It 6 27 10 7 18 
1870 i 4 1s Ls 4 20 11 11 13 


The longest service of axles broken was 20 years 5 months 
21 days for a locomotive axle, 26 years 6 months 22 days 
for a tender axle, and 31 years 9 months and 22 days ona 
car. The mileage made by the axles before breaking was an 
average of 149,340 miles for locomotives, 220,647 for ten 
107.136 for freight cars, and 
124,030 for the average of all axles. Of the 102 axles, 78 
were wrought iron, 8 of puddled steel, 11 of cast steel, and 5 
of Bessemer steel; 56 of the breakages were in the journal 
(48 wrought iron and 14 steel), 12 inside of the wheel-seat, 
24 within the wheel-seat, and only 6 toward the middle of 
the axle, while one was broken in two places, 

The*report gives the name of the manufacturer of every 
broken axle. 


ders, 58,270 for passenger cars, 


Of the whole number of breakages, 20 were fresh frac- 
tures, 28 slight cracks and 54 considerable cracks, Of the 
breakage of steel axles, 10 were fresh fractures, 7 slight 


cracks and 7 considerable cracks. Attention is called to the 
fact that in 1878, as in 1877, the fresh fractures 
is much greater in proportion to the number in steel than in 
iron, these being the most dangerous, not detected 
till they actually break. It is suspected that these axles 
were of material too hard for this use. 

The load on the axles that broke (with ordinary use of the 
train) were, in pounds per square inch of journal section : 


number of 


because 





192 to 220 Ibs. on... 2 axles, |457 tot 385 Ibs. on. .-17 axles, 

220 to 248 hs 1 sae reo beds =! TF acti 17 

248 to mi s12to440 “ “, we = 

275 to ae 440 to 468 * eee me 

302 to 2 * sills 468 to495 “ “, Th: atin 

330 to 357 oe * 405 to 622 * > S. .* 
This latter is about at the rate of 5,700 Ibs, per journal 


of the Master Car- Builders’ standard, or to a load (including 
car) of 45,600 Ibs.—say 25,000 Ibs. of load—on one of our 
eight-wheeled cars, the minimum regular load of which is 
now set at 26,000 Ibs, by many companies, while 30,000 
and more are very often carried, 

Compared with the previous year there has been a slight 
increase of load per square inch of journals, due, it is said, 
to increasing the capacity of the car without enlarging the 
axles. 

Of the 102 breakages, 59 caused no train accident, four 
occasioned simple derailments, and 39 did more or less dam- 
age to rolling stock or road. One engine, one tender and 67 
cars were damaged in these accidents and two of the cars 
were destroyed. Attention is called to the fact that 
serious effects were prevented by the firm and strong coup- 
ling of the cars with each other, chiefly by screw-coupling, 
which holds up the end of a car even when it has lost its 
own support. And the reporter suggests that this is a rea- 
son not only for making strung couplings, but for putting in 
strong safety coupling chains in addition, so that if the coup- 
ling tears out the cars may still be held together. 








Thus the largest number always has been of axles that 
were so much worn that they ought to have been taken out, 

The report is accompanied by a table giving an engraved 
section locating the place and extent of fracture of all the 
locomotive axles and all the steel car. axles that were broken, 
with dimensions and other information. 





The causes of the breakages are given as follows, in per- 
centages of the whole number: 
1878 1876, 1875. 
Ordinary wear.. ........... 44 1 41.7 40.2 
Bad material or manufacture . 88.2 vl 26.0 294 
apa cummienstion. Satie PELE RS ba ak 0.4 4.9 
Hot journals. . bc aadabeekatebent 10.8 8.1 14.6 20.6 
Variotis Causes........ cceecceecseees 3.0 7.1 8.3 4.9 | 
| eee Ey te 100.0 100.0 100.0 100.0 
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Record of New Railroad Construction. 


This number of the Railroad Gazette contains informa- 
tion of the laving of track on new railroads as follows: 

Atlantic & Pacific.—Extended westward to a point fifty- 
two miles from the Atchison, Topeka & Santa Fe Junction, 
an extension of 27 miles. 

St. Paul, Minneapolis & Manitoba,—Track is laid on the 
Grand Forks, Fargo & Barnesville Branch from Barnes 
ville, Minn., northwest to Moorhead, 23 miles. 

Kansas City, Ft. Scott & Guif.—The Rich Hill Branch is 
completed from Pleasanton, Kan., vast to Rich Hill, Mo., 24 
miles. 

Columbus & Hocking Valley,—The Monday Creek Branch 
is extended from Greendale, 0., to Oreville, 6 miles, 

Sioue City d& Pacific.—Track is laid on the Niobrara 
Branch from Norfolk, Neb., northto Plainview, 18 miles. 
Paul, Omaha.—The Kau 
Claire Branch is completed from Eau Claire station to the 
mills at Eau Claire, Wis., 4 miles. 

Northern Pacific.—Extended from 
west, 10 miles. 

Texas & St. Louis,—Extended from Tyler, 
south to Brownsboro, 15 miles. Gauge, 3 feet. 
Chicago & The Chicago & 

extended west to Pierre, Dak., 20 miles. 

Ohio Central.—Extended from Fostoria, O., 
to Toledo, 35 miles. 

Detroit, Mackinac d& Marquette.—The track from Mar- 
quette, Mich., east, is extended 5 miles. The line from Point 
St. Ignace westward is extended 10 miles. 

Milwaukee, Lake Shore & Western.—Extended from 
Wis., west by north to Wausau, 18 miles. Track is 
also laid on the Northern Division from Eland Junction, 
Wis., north 11 miles. 

This is a total of 226 miles of new railroad, making 4,614 
wiles thus far this year, against 2,859 miles reported at the 
same time in 1879, 1,724 miles in 1878, 1,824 miles in 1877, 
1,913 miles in 1876, 1,080 miles in 1875, 1,524 miles in 1874, 
3,130 miles in 1873, and 6,106 miles in 1872. 


Chicago, St. Minneapolis & 


Little Missouri, Dak., 


Tex., west by 


Northwestern.— Dakota line is 


north by west 


Norrie, 


EAST-BOUND RATES remain unchanged on the basis of 30 
cents per 100 Ibs. for grain and flour from Chicago to New 
York, which is the rate made after navigation opened on the 
lakes last spring, and we are now within about a week of the 
time when canal shipments must substantially cease. There 
has never time so late in the fall 
when the was so low, by a 
railroad and we remember but one year 
(1876) even a railroad kept the rate 
so low in November. Last year the rate was made 35 cents 
Oct. 13, and 40 Nov. 10. Yet now for two weeks the rail 

roads tind it difficult, and some of them impossibie, to sup 

that a 35-cent would appear perfectly 
Some of the companies are anxious to have an 
, but none is announced yet, 


before been a 
rate 


war, 


unless made so 


when war 


ply tars, so rate 
practicable. 
advance and ten days’ notice must 
be given, so thatit must be very near the close of navigation 
that any advance will be even if it is made then. 
There are rumors of some irregularities in rates at some 
Western points, such as very seldom occur when the roads 
are crowded with traffic, which leads to the inference that 
they were made on contracts at a time when the roads were 
not busy. If there many such contracts, they 
will prove an obstacle to the advance of rates. It is not 
impossible that 30 cents will remain the winter rate, though 
85 is more probable. The difference between a 30-cent rate 
and the 40-cent rate that ruled from Nov. 10 to March 1 
last year would be a very important item in the net earn- 
ings of many of the roads, and in the aggregate amount to 
several millions of dollars. But it will be desirable this win- 
ter to keep the rate low, and even a 30-cent rate throughout 
it would not be an unmixed evil. Even then we imagine 
that there would have to be a reduction after the opening of 
navigation next spring. There is traffic 
(though not much more than last year), but the 
activity in ship-building on the lakes has been remarkable 
this season, and next spring there will be a considerable new 
fleet of the largest and most effective kind of vessels added 
to the old ones, and able, probably, to make some profits at 
rates not much more than half the average of this year, and 
sure to carry at one-third of those rates if they cannot get 
any more. If the stock of canal boats were increased in 
proportion, the railroads might very likely be 
compelled to accept 20 cents on grain next season; and if 
that is soit is desirable that they should carry as much 
when they can get 


possible, 


are any or 


enough to move 


as possible before navigation opens, 
more, 


THE CHICAGO-SOUTHWESTERN PASSENGER WAR _ has 
left an inheritance of misfortune after been de- 
clared, consequent on the sales of large quantities of unlim- 
ited tickets. The roads in the Southwestern Association 
who were the parties making the treaty of peace could 
manage this so far as themselves are but they 
seem to have forgotton that their little troubles affected their 
neighbors, and that these have to look out for themselves. The 
I}linois Central and the Vandalia Line together form a line 
between Chicago and St. Louis, and of course when the rate 
was down to 50 cents by the contending Wabash and 
Chicago & Alton lines, this line had to accept the same rate 
or refuse to carry. And now, when peace hasbeen declared, 
with all the scalpers’ shops full of Wabash tickets that cost 
$5 or less and will be good until used, the Illinois Central 
claims that it will be useless for it to ask $8.70 for tickets; 
people will buy of the scalpers so long as their stock lasts. 
So the Dlinois Central sells tickets for $5, and purposes 
to continue to do so as long as the market is full of $5 tickets 
by the other roads, or until in some way its interests are 
provided for, and of course the other roads have' to sell for 


peace has 


concerned, 
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$5 too. The members of the Southwestefn Association have 
held two meetings in Chicago to try to arrange for the exe- 
cution of all the details of their agreement, but so far no 
measures have been adopted. There was, however, to 
be another meeting Thursday. The Lake Erie & 
Western, in connection with which the Chicago & 
Alton made its low ratesfrom St. Louis and Kansas City to 
competing points on the Wabash and east of Toledo, seems 
to have liked its experience, for it has announced cut rates 
from Toledo to St. Louis and Kansas City and St. Louis and 
other points—to Kansas City #13 instead of $20.25, to St. 
Louis $6 against $13. The Lake Erie & Western has no 
road of its own into Toledo, probably never has had any pas- 
senger traffic to through points from that city, and the 
Wabash has not felt it necessary to meet these rates, which 
is probably its best policy. 

WATER RATES have generally advanced during the past 
week, Lake rates remained about as quoted for Wednesday 
of last week (6%4 cents a bushel for corn and 714 for wheat 
from Chicago to Buffalo) until Saturday, when there was a 
slight advance, and Wednesday of this week the quotations 
are 74 and 784—which, however, is lower than two weeks 
ago. Canal rates, which were 714 and 8 a week ago, were 
quoted last Wednesday as 84 cents a bushel offered 
and 9 asked from Buffalo to New York, The rates by rail 
are 9 for wheat and 8!¢ for corn. At these rates we might 
expect all the craft to seek cargoes. Ocean rates have also 
advanced, Closing last week at 6d. they were nearly every 
day afterward as much as 614d. for grain by steam from 
New York to Liverpool, and last Wednesday were as high 
as 7\<d. for same shipments. 

A year ago lake rates were about the same as now, canal 
and ocean rates higher, but rail rates were a sixth higher, 
and a few days later were a third higher, 


Notes of Travel. 


THE PENNSYLVANIA RAILROAD. 

When a traveler gets on the Pennsylvania Railroad, he 
somehow feels unconsciously that he has entered a domain 
which is in some way subject to more intelligent supervision 
than is exercised over other American railroads, The track 
is better, the cars ride easier, the seats are more com- 
fortable, the finish of the cars is neater and in 
better taste, the lamps, basket-racks, ventilators and all the 
furnishings of the cars are designed with more skill and 
taste than usual, travelers are not nauseated by the pat- 
terns and colors of head-linings, and other attempts at orna- 
mentation, the attendants are more civil, the stations cleaner 
and more commodious, and no appliance seems to be oinitted 
which will make travel safe and comfortable. 

To any one acquainted with the theory and the working of 
the block system, it adds materially to his sense of security 
to know that all passenger trains are run with an interval 
of space between them, and that if the system is carried out 
a collision between two such trains isimpossible. Of a not- 
able defect in this system, which late events revealed, we will 
speak presently, but as this revelation has been emphasized 
by a most melancholy loss of human life, doubtless the de- 
fect will be remedied, which is the only compensation for such 
horrible calamities as that which occurred at Pittsburgh a 
few weeks ago. If the most improved rolling stock, the 
best brakes, thé most perfect track and a system of signals 
and of running of trains—which logically makes collisions 
impossible—can give security, then the Pennsylvania Rail- 
road should be th» safest in the country. Its recent misfor- 
tunes, instead of showing that the appliances which the 
management has adopted are not reliable, have shown only 
that they have not been carried far enough, The block 
system, or the Pennsylvania plan of running trains, as it is 
sometimes called, failed only when it was not used. 

ALTOONA, 

To call Altoona the cranium of the Pennsylvania Railroad 
would perhaps not be a correct simile, besides Fourth street, 
in Philadelphia, might resentit. Perhaps Altoona might 
more properly be regarded as the stomach of the Pennsyl- 
vania line. 

The metaphor is not intended, either, to detract from its 
importance. Some one has said ‘‘ that brains are all very 
well in their place, but a good reliable set of bowels is of as 
much importance as brains.” The organs and the processes 
which evolve great ideas may be left t» the physiologist to 
analyze, but this much seems certain, thatthe vigor and the 
force which are the motive power in great human 
affairs depends upon the digestive organs. Altoona ful- 
fills an analogous function. It takes in the raw material and 
converts it into bone and muscle to do the work of the road. 
It must be confessed, though, that it becomes difficult to 
carry the metaphor any further for lack of physiological 
knowledge. To what extent digestion is an intellectual pro_ 
cess, or thought a chemical evolution, must perhaps be left for 
the present as a conundrum for the experimental and testing 
department at Altoona. This much, however, a person who 
assumes the same relation to the Pennsylvania Railroad that 
Jonah did to the whale, that is, makes its stomach his tem- 
porary abiding place, will discover ; he will find that intel- 
lectual processes are constantly being carried on there which 
guide and direct the great monster in the selection of its 
food with more subtlety and discrimination than the delicate 
senses of sight and taste and smell give to animals. He will 
find that the great processes of digestion going on in the 
shops are controlled and directed by the subtle action of 
brain force, which permeatesall the operations which convert 
inert matter into the moving forces of civilization. 

It need not be sxid that in the appreciation of the value of 
brains the Peunsylvania Railroad is preéminent. Its officers 

are selected for what they know, and not, as so often hap- 





pens, apparently, for what they do not know. The system 
of government of its road may be described as a limited in- 
stead of an absolute monarchy. Loyalty to the higher 
powers is exacted, it is true, but some freedom of thought 
and ac ion is permitted, especially among the heads of 
departments. It is this fact which makes the organization 
of the experimental and testing department at Altoona pos- 
sible, and which makes its success assured. There are many 
roads on which the existence or the growth of such a de- 
partment is simply impossibie, because it would be crushed 
under the authority of some one totally ignorant of the uses 
or the functions which such a branch of service should fulfil 
on a great road like the Pennsylvania line. 

The department referred to, since the last notes in Altoona 
published in these columns were written, has been moved 
from its old and rather dismal quarters to a new building, 
put up especially for the purpose. 

This is provided with a separate engine suited to the uses 
of the delicate work to be done. The building is divided 
into separate roois containing the different machines and 
instruments used. One of these rooms is a well-equipped 
laboratory, in which Dr. Dudley carries on his chemical 
analyses. It may be interesting to some readers to know 
that he bas been following up his investigations into the 
properties of steel rails, which was the subject of a paper 
read before one of the téchnical societies and which was 
discussed witha great deal of animation and some animad- 
version. He hopes soon to be able to throw fresh and 
stronger light on that subject. 

The favorite sneer of the ‘‘ practical ” man in regard to all 
scientific investigations of this kind is, ‘‘ What does it al) 
amount to?’ Without attempting a comprehensive answer 
to this, an illustration may be given. Nearly all master me - 
chanices know that for a number of years past the corrosion,or 
rather the chemical decomposition, of steam-chests and slide- 
valves of locomotives has been an increasing evil. Its cause 
was not at first known, but it was learned in time that it 
was due to the action of acids contained in the tallow used 
for lubrication, and that these acids were produced by the de- 
composition or rancid condition of the tallow. In fact, it 
is difficult to get any tallow which is entirely free 
from them. The evil, however, is largely due to 
the presence of an excess of such acids. The locomotives on 
the Pennsylvania, as well as on other lines, suffered in this 
way. The obvious remedy was: to procure tallow with a 
comparatively small amount of such impurities. For this 
reason samples of it were submitted to the chemical 
laboratory at Altoona for analysis, and all containing over a 
certain amount of such acids were rejected. This system of 
inspection has now been carried on so long that some re. 
sults might reasonably be expected therefrom. A_ circular 
was therefore issued to all the master mechanics and others 
on the line of the road who would be likely to observe the 
internal condition of steam chests, with the result that an 
overwhelming amount of evidence was supplied showing 
that this internal corrosion had been very much diminished 
by the simple expedient of supplying purer tallow for lubri- 
cation. 

In the testing of lubricating oils, however, the advance 
made has not been equally satisfactory. While the time 
which it was possible to give to the subject was not sufficient 
to learn all that has been done in this direction, enough in- 
formation was gathered to lead to the inference that the 
existing knowledge of the subject is not by any means satis- 
factory. That many of the qualities which a good lubri- 
cating oil should possess may be determined by chemical 
and mechanical tests is certain, but that its value as a 
lubricant for any given kind of machinery can be fixed with 
any degree of certainty seems very doubtful. This, of course, 
simply means that the subject needs more investigation, and 
is not an argument in favor of abandoning all experimental 
investigations. 


That the efficiency of the rolling stock of a railroad will 
be increased, the risks of accidents diminished and its en- 
durance extended by being certain that only good material 
is used in construction seems only necessary to say to make 
evident. This is being done at Altoona, Boiler-plates, bar 
and pig iron, steel springs, and, in fact, all kinds of material 
used in construction are subjected to rigid test and inspec- 
tion, the want of which doubtless costs other roads many 
thousands of dollars annually. 

The cost of carrying on such an experimental depart- 
ment considered in relation to the expenses of which it 
becomes, as it were, a monitor, is extremely small. 
Besides this, it becomes a training school for subor- 
dinate officers. There is now such a large and increasing 
class of educated young men, many of whom can afford to 
spend from one to five years in practical training with little 
or no compensation, but with a view of making such knowl- 
edge ultimately useful, that the salaries of assistants in such 
a department are a very small item. A few well-paid heads 
for the mechanical and chemical departments are all the ex- 
pensive assistance needed, and the other expenses will not 
cost a fraction of that of issuing the absurd advertising 
cards which do so little good and cost so much. 

In the locomotive shops at Altoona all the work is being 
done that can be. As many new engines are built as the 
room, tools and men which can be devoted to them can 
build. As on most other leading lines, the require- 
ments of the heavy trains and fast time have made 
it necessary to increase the size and weight of the ma- 
chines required for the traffic, and a passenger engine with 
19x24 in. cylinders, 5 ft. 8 in. driving-wheels, and a boiler 
58 in. in diameter and which weighs 80,000 lbs. has been 
built for the service between New York and Philadelphia. 
Before the plan is finally adopted for other engines some 
modifications will probably be made in it, as up to the pres- 


ent time the performance of the new engine has not ful- 
filled what was expected of it. 

While at Altoona, the writer’s attention was called to a 
numerical error—since pointed out by a correspondent in 
the Railroad Gazette of last week—in the article on “ Fast 
Passenger Locomotives,” published in the number for Oct. 
1. It was there stated that ‘‘a cylinder 18x18 in. has 
slightly more capacity than one 17x24 in.” The fact is, as 
a little calculation and the correspondent referred to have 
shown, that a cylinder 19x19 in. is about equal to 
one 17x24 in. Attention is called to this again for fear that 
some one may be misled by the dimensions given. The error, 
however, does not affect the general principle wbich these 
figures weré intended to illustrate, which was that a high 
speed can be attained by the use of comparatively small 
driving-wheels and a proportionately short stroke. 

While the writer was at Altoona, the melancholy accident 
which occurred in Pittsburgh a few weeks ago was still fresh 
in the minds of the officers and men of the Pennsylvania 
Railroad, and the cars in which so many persons were killed 
and injured were brought to the shops for repair. There was 
thus an opportunity of examining them, which in some re- 
spects was-instructive. It will be remembered that the 
second train out of Pittsburgh ran into one in front which 
was standing still. The engine ran into the rear car, crush- 
ing its platform, and into and through the end of the 
body. The centre and intermediate floor timbers were 
broken off at the body-bolster and the floor and truck were 
carried away with the timbers. The front platform and end 
of the last car and of that adjoining it were also crushed 
and broken, Apparently the engine which ran into the car 
did not enter it farther than the bolster at the back end, As 
will be remembered, most of the passengers were injured by 
scalding. This was caused by the escape of steam through 
the opening in the boiler for the check valve, 
the case for which was broken off by the col- 
lision. A few days after examining these cars 
the writer had an opportunity in Cincinnati of examining 
the engine which caused the accident a day or two before on 
the Cincinnati, Hamilton & Dayton Railroad, when, it will 
be remembered, a number of persons were also scalded, In 
this case, as in Pittsburgh, the injured train was standing 
still and a following one ran into it. An officer of the road 
informed the writer that in this case the engine 
ran under the floor of the car, so that the latter 
was on top of the boiler, The dome, over the fire-box, 
however, crushed in the end of the car so the latter was 
about over the foot-board, In doing so the injector 
valve—a common globe valve back of the dome—was broken 
off, and from this the steam escaped into the car. Most of the 
passengers were thrown to the front end, and as the steam 
escaped into the back end, the injury from scalding was 
not nearly so great as at Pittsburgh. In the latter accident 
too, it was hot water that escaped from an opening about 
2% in. diameter; whereas, on the Cincinnati, Hamilton & 
Dayton engine, it was steam which escaped, and not water, 
and the opening was only about 1'¢ in. diameter. The 
neck of one of the check-valve cases, to which the feed-pipe 
was attached, was broken off, but the check-valve was left 
intact. The flange of the case, by which it was bolted to the 
boiler, was, however, loosened, and doubtless leaked; but 
as this was below the floor of the car, probably it did but 
little damage. 

In the May’s Landing accident, which occurred near Phil- 
adelphia a few months ago, it will be remembered that a 
arge proportion of the passengers injured were scalded, At 
the present time we have no definite information which 
would indicate how the steam or hot water escaped by 
which the injury was done there. Nearly every master- 
mechanic or railroad superintendent can tell of horrible ac- 
cidents in which locomotive runners or firemen have been 
scalded to death in collisions in which some of the attach- 
ments vo the boiler have been broken off and thus allowed 
the steam or hot water to escape. 

Now all these horrible accidents indicate in the clearest 
way—and the lesson is emphasized not only by the loss of 
life, but by the most horrible human suffering and torture 
of which we can conceive—that the attachments to locomotive 
boilers should be so modified as to make them less liable to be 
broken in collisions and other accidents. On the Pittsburgh, 
Fort Wayne & Chicago Railway the check valves are fastened 
toa mud-drum attached to the under side of the waist of 
the boiler, near the smoke-box, If they are not placed so 
low so as to be in danger of being injured by the truck in 
case it should be broken loose from the centre-plates and pin, 
this plan seems to protect the check valve-case from liability 
to injury in case of collision, Ordinarily, though, the back 
end of the boiler bas the following attachments, with the 
number of perforations given : 


Throttle-valve 1 perforation 
Gauge-cocks 4 ‘ 
Water-gauge 2 
Heater-cocks 2 ‘ 
Injector-cocks 2 - 
Steam-gauge 1 -3 
Air-pump valve - 
Blower-valve l 

Total pia i 14 


Besides these there are numbers of bolts and studs which 
are liable to be bwoken off and which will then allow the 
contents of the boiler to escape. What needs to be done is 
to attach these parts with fewer openings in the beiler, This 
has been done by some builders by providing a suitable 
stand attached to the back end of the boiler immediately 
behind the dome, to which the heater and injector 
cocks, steam-gauge, air-pump and blower valves are 
all fastened. This makes but one perforation of the boiler 
necessary for all these parts, and, being directly back of the 





dome, the stand is protected ina great measure from colli 
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sions in front. The lesson of these late accidents is certainly 
a very impressive one, and, if unheeded, may supply the 
public and the lawyers of the victims or their survivors with 
irrefutable arguments if other accidents occur from similar 
causes. 

With refereuce to what may be called the pre-disposing 
causes of the Pittsburgh accident, they may now be discussed 
much more intelligently, and therefore profitably, although 
public interest in it is now very much abated, than was possi- 
ble soon after it occurred, when little was known, The 
essential part of the coroner’s verdict was as follows : 


‘‘ We further find it was the duty of the flagman, Wm, J. 
Pevirod, to go six hundred yards or more to the rear of his 
train with danger signals, and further became the duty of 
the conductor, John Routh, to see that his flagman did so 
go back with his danger signals, and we further find that it 
was the duty of the engineer, Julian Hughey, to have his 
engine under complete control at or just preceding the time 
of said collision. 

* And the jurors do further say, that the said flagman, 
Wim. J. Penrod, did not go back to protect his train, but 
wholly failed to do so, 

*‘ And that the conductor, John Routh, failed and neglected 
to see that his flagman did go to the rear. 

‘“ And that the engineer, Juiian Hughey, did not have his 
engine under proper control at the time of the collision. 

* And that by reason of said negligence on the part of the 
said William J. Penrod, John Routh and Juban Hughey, 
the collision aforesaid resulted and the death of the said 
William H. Love was caused thereby. 

‘* And the jury do further say that the said Pennsylvania 
Railroad Company were guilty of criminal negligence in 
their failure to take due precaution against the occurrence 
of such a terrible catastrophe ; they were negligent in fail- 
ing to provide rules whereby the second section could have 
been notified of the whereabouts of the first section, and in 
not guarding against the overloading of traius, and finally 
in not employing a sufficient number of men to properly 
man their trains,” 


Nothing is said in this verdict of the fact that the rear 
platform of the wrecked car was so crowded that the tail- 
lights could not be seen by the following engineer, a fact, or, 
if uot a fact, the possibility of which should lead all railroad 
managers to guard egainst such a danger. 

There can be no doubt that if the rules of the company 
had been strictly obeyed the accident would not have hap- 
pened. But this does not exonerate the company. If there 
is any one lesson which a man’s life and railroad experience 
generally teach more forcibly than another it is the unrelia- 
bility of employés, Asa distinguished writer has said of 
state affairs: ‘The administrator can hardly ever make 
too much allowanve for the indolence of mankind. Where 
his administration will fail is in people omitting to 
do, from indolence, that which he supposes he 
has given them sufficient means and _ instructions 
for doing, * * * He must calculate upon a 
large amount of disobedience, resulting, not from wilfulness, 
but from misunderstanding, or from the subordinate ‘ think- 
ing,’ as he is pleased to call it, for himself, when he has re- 
ceived precise directions from his superior.” The history of 
the whole world is full of illustrations of this truth. It is 
oneof the factors which every railroad manager must take 
into account, If, then, a regulation is possible which will be 
a check on disobedience, a railroad company is in duty bound 
to adopt it. 

As wes stated in the beginning of this article, and as most 
of our readers know, the Pennsylvania Railroad is operated 
on the block system, with the exception of the large station 
yards, where it is said that it is impossible to know certainly, 
on account of switches, crossings, etc., that the line is clear. 
The track from the Pittsburgh station to the first block sta- 
tion, about 144 miles, is a yard of this kind, and over 
this track trains are not, or were not, run on the block sys- 
tem, but were allowed to run with caution, or, in the lan- 
guage of the Superintendent of that division, in his testi- 
mony given at the coroner's inquest: ‘It was the 
dutyof the engineer of the second Wall’s (the train that caused 
the accident) to approach Twenty-eighth street expecting to 
find a train there.’ The Superintendent further  testi- 
fied: “It is the duty of the depot-master to 
first make up the train in the depot, then see 
that the crew is on hand with their signals, and 
then tell them to start.” Now granting that it is unwise to 
give a signal of “line clear” to a train running over a track 
beset with as many obstructions as are found in nearly all 
yards, yet there is no apparent season why the depot-master 
should tell the crew to start without knowing whether the 
preceding train had passed the first block. Would the en- 
gineer of the train started run with less caution if the starter 
knew the position of the preceding train than if he did not ? 

t may be said that be would, and that he might then 
exercise less caution in avoiding other accidents. This is in 
effect saying that the more danger there is of accident on 
such a section of road, the safer it is likely to be. Be that 
as it may, it is evident that if the depot-master had not per- 
mitted the second train to leave the Pittsburgh station until 
the first one had passed the first block, the accident would 
not have occurred, and that such a system would prevent 
accidents like that on which these comments are written. 


General Railroad Miews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows: 
Gainesville, Ocala & Charlotte Harbor, annual meeting, 
in Gainesville, Fla., Nov. 18, at noon. 
Mobile & Ohio, -nnual meeting, at the office in Mobile, 


_Ala., Dee, 1. Transfer books close Nov. 10, 


Manhattan, annual meeting, at the office in New York, 
Nov. 10, at noon. 
Dividends. 
Dividends have been declared as follows : 
Cincinnati, Hamilton & Dayton, 2 per cent, from the 
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earnings of the half-year ending Sept. 30. The last dividend 


was paid April 22, 1873. 

New York, Providence & Boston, 2 per cent., quarterly, 
payable Nov. 10. 

Nashua & Lowell, 2 per cent., semi-annual, payable Nov. 
1. The last dividend, in May, was 3 per cent, also. 

Boston & Albany, 4 per cent., semi-annual, payable Nov. 


Pullman Palace Car Co., 2 per cent., quarterly, payable 
Nov. 15. 

Pennsylvania, 8 per cent., semi-annual, payable Nov, 30; 
also an extra dividend of 1 per cent., payable at the same 
time. Stockholders have the option, until Dec. 21, of tak- 
ing the extra dividend in scrip convertible into stock when 
presented in sums of $50. 


Foreclosure Sales. 

The sale of the Atlantic, Mississippi & Ohio road, which 
was to have taken place Nov. 1, has been postponed until 
Feb. 10, 1881, by order of the United States Circuit Court. 
The postponement was made in consequence of the discovery 
that the proper notices of sale required by the law of the 
state and the decree of sale to be served on the Board of 
Public Works and the Attorney General of Virginia had not 
been served, and that advertisements of the sale had not 
been published as required by law. 


ELECTIONS AND APPOINTMENTS. 





Baltimore & Ohio.—Mr. John W. Davis is appointed, from 
Nov. 1, Assistant to the Third Vice-President. Mr, Davis wis 
formerly on this road, but for some years past has been Gen- 
eral Agent of the Northern Central. 


Boston & Albany.—The board has elected Mr. James A. 
Rumrill, of Springfield, Mass., Vice-President, a new office 
on this road. Mr. Rumrill was chosen a director a few 
months ago; he is, we believe, a son-in-law of Mr, Chester 
N. Chapin. 


Brotherhood of Locomotive Engineers.—At the annual 
meeting in Montreal last week the following officers were 
chosen : Grand Chief Engineer, P. M. Arthur ; Grand Chief 
Assistant Engineer, George Boudett ; Second Grand Assist- 
ant Engineer, M. Van Patten ; Third Grand Assistant En- 
zineer, E. Stephens: Grand Guide, W. H. Smallwood ; 
trand Chaplain, G. W. Tyre. Lfessrs. Arthur and Tyre are 
re-elected. 

California Southern.—The directors of this new company 
are: President, Benjamin Kimball, Boston; Directors, 
Henry B, Williams, M. A. Luce, John A. Fairchild, Joseph 
O, Osgood, George N. Weaver ; Treasurer, Thomas Nicker- 
son, Boston. 


Cincinnati Southern.—Mr. Reau Campbell has been ap- 
pointed General Northwestern Passenger Agent, with office 
in Chicago. Mr. Campbell was formerly General Passenger 
Agent of the Montgomery & Eufaula, and is well kuown 
among Southern passenger men, 


- Cleveland, Columbus, Cincinnati & Indianapolis.—Mr. 
George H. Heafford has been appointed Eastern Passenger 
Agent, with office in Rochester, N. Y., in place of Wm. 
Allen, resigned. Mr. Heafford was at one time General 
Passenger Agent of the Missouri Pacific. 


Credit Valley.—Mr. James Ross, heretofore Superintend- 
ent, has been appointed Chief Engineer and General Super- 
intendent, and will have full charge of the working of the 
line. 


Danbury & Norwalk,—This company has re-elected Kos- 
well P. Flower, President, and James W. Hyatt, Vice 
President. 


Kastern Railroad Association.—The headquarters have 
been removed to New York, where the offices of the Secre 
tary and General Counsel will be in the Grand Centra. 
Depot. 

Indianapolis & Springfield.—The directors of this new 
company are: W. B. M. Clark, A. McCracken, N. V 
MeCracken, Charles Parrott, Charles H. Ripley, Samuel 
Thomas, 8. A. Trowbridge. 


Intercolonial.—Mr. ¥. V. Cooke is appointed General Store- 
Keeper, with office at Moncton, N. B., in placeot L. B. Arch- 
ibald, transferred to the Prince Edward Island road. 


Tron Mountain d& Helena.—At the annual meeting re- 
cently the following directors were chosen: Isaac Mayfield, 
Frank T. Mackey, L. H. Monguin, N. Stroub, N. L. Graves, 
G. D. Jaques, 8. L. Clark, Helena, Ark.; W. HI. Howes, For- 
rest City, Ark.; Wm. Bailey, J. V. Westlake, St. Louis; 
Aquilla Jones, John Thomas, Willis 8. Webb, Indianapolis. 
The board elected Wm. Bailey, President; Willis S. Webb, 
Vice-President; 8S. J. Clark, Secretary; N. Stroub, Treas- 
urer; A. K. Fisher, General Land Commissioner; Frank T, 
Mackey, Lucal Land Commissioner. 


Keokuk Northern Packet Line.—The Circuit Court in St. 
Louis has appointed Capt. Samuel C. Clubb Receiver of this 
company’s property. Captain Clubb is President of the 
Wiggins Ferry Company, and an old river man. 


Massachusetts Centra!.—At the annual meeting in Boston, 
Oct. 27. it was resolved to reduce the number of directors 
from 16 to 14, and the following were chosen: Lewis J. 
Dudley, Luke Lyman, Northampton, Mass.; Charles A. Cut- 
ting, Wayland, Mass.; Wm. A. Dickinson, Henry F. Hills, 
Amherst, Mass.; Franklin Bouney, Hadley, Mass.; J. 
Edwin Smith, Worcester, Mass.; Francis Brigham, Hudson, 
Mass. ; George 8S. Boutwell, Groton, Mass. ; Ginery Twichell, 
Brookline, Mass.; James P. Melledge, Wm. T. Parker, 
James W. Rollins, Boston; Silas Seymour, New York. 


Memphis, Paducah & Northern.—From Nov. 1, Mr. E. 
Buchner is appointed Accountant and Cashier of this com- 
pany. The Accountant and Cashier will supersede the 
Auditor and the Cashier of the company, and will assume 
their respective duties. Reports, drafts and remittances 
should be addressed accordingly. 


New Brunswick.—Hon, Isaac burpee is Manager of this 
road under the new ownership. Mr. E. R. Burpee is Super- 
intendent of the road, 


New York c& Connecticut.—The directors of this new 
company are: Thos, C. Ingersoll, New Haven, Conn.; H. R. 
Parrott, A. L. Winton, Bridgeport, Conn.; George R. 
Cowles, Edward K. Lockwood, 8. E. Olmstead, Norwalk, 
Conn.; Wm. T. Minor, Stamford, Conn.; W. W. Douglas, 
Providence, R. I.; Sheldon Collins, Charles D. Ingersoll, C. 
V. Sidell, H. Walter Webb, New York. 


Order of Railroad Conductors.—The following officers of 
the Grand Division were chosen at the recent meeting in St. 
Louis : Grand Chief Conductor, Calvin 8S. Wheaton, Elmira, 
N. Y.; Assistant Grand Chief Conductor, R. E. Fitzgerald, 
St. Louis ; Grand Secretary and Treasurer, W. H. H. Dan- 
iels, Cedar Rapids, Ia.; Grand Senior Conductor of Cere- 
m nies, John Clark, Sedalia, Mo.; Grand Junior Conductor 
of Ceremonies, W. J. Jackman, Buffalo. N. Y.; Grand In- 
side Sentinel, Benjamm Armer, St. Thomas, Ont.; Grand 
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Outside Sentinel, J. F. Adams, Ogden, Utah ; Member of 
Executive Committee, H. 8. Chapman, Buffalo, N. Y.; 
Members of Committee on Insurance, G. W. Stair, Elmira, 


| N. Y.; Frank Rosekrans, Port Jervis, N. Y.; J. H. Archer, 
| Cleveland, Ohio. 


Prince Edward Island.—Mr. Luther B. Archibald has 
been appointed ee in place of Alexander 
McNab, resigned. Mr. Archibald has been for some time 
General Store-Keeper of the Intercolonial road. 


Pullman Pacifie Car Co.—Mr. George F. Brown has been 
appointed Assistant to the President, and will perform the 
duties heretofore assigned to Col. D. N. Welch, Vice-Presi- 
dent, who has resigned. 


Pullman Palace Car Co.—-Mr. Georg? F. Brown is ap- 
pointed Acting General Superintendent, in place of D. N. 
Welch, resigned. Mr. Brown has been Assistant to the Gen- 
eral Superintendent for some time. 


Pullman Southern Car Co.—Col. D. N. Welch, Vice- 
President of this company, having resigned on account of ill 
health, Mr. George F. Brown has been appointed Assistant 
to the President. 


Southeastern, of Canada.—At the annual meeting recen- 
tly the following directors were chosen; A. B. Chaffee, Thos. 
W. Ritchie, Montreal; Nathaniel Pettes, Brome, P. Q.; T. E 
Foster, Knowlton, P. Q.; Lucius Robinson, Newport, Vt.; 
Bradley B. Smalley, Burlington, Vt. ; Cyrus N. Bishop, 
Bradley Barlow, Albert P. Cross, Alfred G. Safford, St. Al- 
bans, Vt. The board re-elected Bradley Barlow President 
and Manager; A. B. Chaffee, Secretary and Treasurer. 

Toledo, Ann Arbor & Grand Trunk.—The officers of this 
company are: President, James M. Ashley, Toledo, O. ; 
Treasurer, Wm. P. Watson, New York. 


PERSONAL. 


—Mr. E. R. Brown, Master Car-Builder of the Lehigh Val- 
ley road, died at Mauch Chunk, Pa., Nov. 1, of paralysis of 
the brain. 

—Col. D. N. Welch has resigned his position as General 
Superintendent of the Pulltaan Palace Car Co., on account 
of continued ill health. 

Mr. Alexander McNab has resigned his position as Su- 
perintendent of the Prince Edward Island road. It is said 
that he will take a position on the Canadian Pacific. 

—Mr. John Swift, formerly of the Dickson Manufacturing 
Company, but for some years past Superintendent of the 
Schenectady Locomotive Works, died in Schenectady, N. 
Y., Oct. 31. He had been sick several days but his death 
was unexpected. Mr. Swift was well known as an able and 
energetic manager. 


TRAFFIC AND EARNINGS. 
Railroad Earnings. 
Earnings for various periods are reported as follows: 
Ten months ending Oct. 31: 
1880. 








‘ 1879. Ine. or Dee. P.c, 
Central Pacific.....$16,251,694 $14,329,151 I. $1,922,543 13.4 
Chi, Mil. & St. P... 10,215,000 7,851,134 I. 2,363,866 30.1 
Northern Pacific... 2,072,563 1,678,646 I, 393,917 23.5 
Nine months ending Sept. 30: 
Del. & Hud. Canal, 
leased lines....... $3,814,750 $3,132,397 I $682,353 21.8 
Net earnings....... 1,644,614 1,408,525 I 236,089 16.8 
Northern Central 3,584,105 2,902,498 I 681,607 23.5 
Net earnings..... 1,164,935 742,009 | 422,024 54.3 


Month of August 

St. John & Maine $8,557 
Net earnings..... 1,324 
Month of September : 

Albany & Susque 


$7,273 I. $1,284 17.6 


hanna..........-- $158,980 $105,362 I. $53,618 50.9 
Del. & Hud., Penn. 

BN \osndiad Sarees 117,136 112 762 I. 4374 3.9 
N. Y. & Canada ... 56,959 47,394 1. 9,565 20,2 
Rensselaer & Sara- 

ee ee 196,560 181,574 1. 14,986 8.3 


Month of October : 


Central Pacific..... $2,145,000 $1,809,021 I. 18.6 
Chi., Mil. & St. P 1,494,000 1,290,739 IL. 15.7 
Denver & R. G 473,318 140,083 I 237.9 
Northern Pacific. 364,474 285,260 I 23.5 





Third Week in October: 


Chi. & Eastern Il. . $35,988 $23,247 $12,741 54.9 
Chi , Mil. & St. Paul 341.000 292,135 48,805 16.7 
St. L., Iron Mt, & So 155,700 ) 26,876 14 


St. P., Minn. & Man 69,346 62.694 
Wabash, St. L. & P 404,000 283,000 
Week ending Oct, 22: 


6.652 10.6 


I 

lL, 
182,576 D. 

I 

I 121,000 42.8 


Great Western. "$123,362 $113,789 I. $9,573 — 8.4 
Week ending Oct. 23: 

Chic, & G. Trunk.. $36,802 $14,455 I. $22,347 154.6 

Grand Trunk....... 244,780 220,230 I. 24,559 11.2 


Grain Movement. 


Kor the week ending Oct. 23, receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight vears : 

Northwestern Shipments.— 








Northwestern P. Cc. Atlantic 

Year, Receipts. Total. By rail. by rail. Receipts, 
: ee ,849 4,183,577 742,740 17.8 4,349,469 
3,405,068 5 9.4 3,496,749 

oo oe Oyd4i 2,559,240 y 46.9 3,765,499 
re 4,495.98: 3,910,076 34.8 4,010,233 
1877.... .. 3,708,064 3,215,675 f 20.6 6,374,999 
1878... .... 4,417,060 3,498,848 891,428 25.5 5,637,689 
1879.... .. 7,564.009 4.283.729 1.387.767 32.4 7,571,863 
1880.... .. 8,666,749 5,639,945 1,874,401 33.2 7,695 300 


Compared with the corresponding week of last year, there 
is an increase of 144¢ per cent. in the receipts, and 312¢ per 
cent. in the shipments of northwestern markets and an in- 
crease of 1614 per cent. in Atlantic receipis, and the whole 
movement was larger than in the corresponding week of 
any previous year. 

Compared with previous weeks, the receipts of North- 
western markets are the smallest for four weeks, but before 
have been exceeded but twice this year, not at all last year, 
but twice in 1878, and never before. The shipments of these 
markets are 24 per cent. less than the week before, and are 
the smallest for five weeks, with three exceptions the smallest 
since May. The Atlantic receipts, on the other hand, are 16 
per cent. more than the week before and are of the largest 
since the middle of August, but smaller thanin any of the 
nine weeks ending Aug. 16. 

Of the Northwestern receipts Chicago had 50.1 per cent. 
Toledo 13.8, St. Louis 13.8, Milwaukee 7.5, Detroit 5.8, 
Peoria 5.2, Duluth 2.0, and Cleveland 1.8 per cent. Chicago 
has the largest wheat as welt as corn receipts, but only 24.6 
per cent. of the wheat to 75.7 of the corn and 64.4 of the 
oats, and the latter now make quite an item in the North- 
western receipts. 

Of the Atlantic receipts New York had 50 per cent., Phil- 
adelphia 17.6, Baltimore 17.3, Montreal 7, Boston 5.5, New 
Orleans 2.4, and Portland 0.2 per cent. The week is notable 
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for great increases at Philadelphia and Baltimore com- 
pared with the previous week, while New York has an in 
crease of less than 20 os cent. to Philadelphia’s 28 and Balti- 
more’s 50 per cent. Phildelphia’s are the largest since the 
first week of July, Baltimore’s the largest since the third 
week of August. 

FS oan from Atlantic ports for four successive weeks have 

pen: 








———-———- —— —Week ending——— —s 
Oct. 27 Oct, 20. Oct, 13. Oct. 6. 
Flour, bbls. ....... 75,575 107,596 126,074 64,346 
Grain, bush...... 5,302,054 5,800,518 5,837,439 5,760,784 


For the week ending Oct. 27, receipts and shipments at 
Chicago and Milwaukee were : 
-—-Receipts - -—--Shipments.——— 
1880. 1879. 1880. 1879, 
CORO once vcdes 4,493,215 3,677,475 3,019,233 2,556,372 
Milwaukee 509,075 1,149,100 322,447 670,600 
At Chicago there is an increase of 22 per cent. in receipts, 
and of 18 per cent. in shipments; at Milwaukee a decrease 
of 56 per cent. in receipts and 52 per cent. in shipments. The 
grain movement at Milwankee is extraordinarily light this 
season, though there is a much larger production in the 
country from which it usually draws its supplies, and the 
railroad hy which it receives most of its grain has enormously 
increased its mileage. This is probably due partly to a later 
movement of spring wheat this year, the threshing not hav- 
ing begun in many places vet; butit suggests that Suiwanbes 
may be losing its grain business. 
For the same week ending Oct. 27, receipts and shipments 
at Buffalo were : 





— Receipts. —— -~-—-—Shipments,—— 

80. 879. 1880. 1879. 
By water.... 4,163,000 5,197,040 1,434,760 2,004,781 
By rail... 893,200 605,500 1,570,300 999,660 
Total... .. 5,056,200 5,802,540 3,005,060 3,004,441 


This is a decrease of 20 per cent. in the lake receipts, an 
increase of 47 per cent. in rail receipts, and a decrease of 
12!¢ per cent. in total receipts ; a decrease of 2814 per cent. 
in canal shipments, an increase of 57 per cent. in rail ship- 
ments, and substantially no change in total shipments. 
There have been very few cases before since navigation 
opened that the rail shipments bave exceeded the canal ship- 
ments. 

The Buffalo Commercial Advertiser reports grain receipts 
at that port up to Oct. 31 us follows, flour in barre!s and 
grain in bushels: ‘ 


-Flour——--— —— --Grain--——--— 

1880. 1879. 1880. 1879. 
fe 1,101,669 808,670 93,790,639 63,670,257 
2. ae 772,100 1,023,500 28,167,900 35,978,400 
Total. ....... 1,873,769 1,831,170 121,958,539 99,648,757 
Per cent. by rail... B 55.9 23.1 36.1 


The total increase in flour was 2.3 per cent., and in grain 
22.5 per cent. Shipments eastward of grain received by 
lake were, in bushels: 





1880. 1879, Increase. 
DOOR... «co ccdvecetacs 63,278,404 46,845,194 16,433,210 35.1 
By rail..... veseeeeseses 24,309,738 13,251,195 11,058,543 83.5 
SS Geianlaneacaee 87,588,142 60,096,389 27,491,753 45.7 


Per cent, by rail......... 28.0 
The canal opened April 20 this 


22.1 S Perrk 
vear and May 8 last year. 
Coal Movement, 


Coal tonnages for the week ending Oct, 28 are reported as 
follows : 


1880, 1879. Ine. or Dee, P.e. 
Anthracite. ...0655 sess .... 647,715 595,709 1. 52,006 8.7 
Semi-bituminous......... .. 78,167 89,481 D. 11,314 12.6 
Bituminous, Penna... . 44.862 43,194 1. 1,668 3.9 
Coke, Pennsylvania............ 32,087 28,898 I. 3,189 11.0 


The Lebigh coal producers have voted against any increase 
in the anthracite coal list for November, and it is propable 
that no attempt to raise prices will be made this year. 

Last week’s rain gave the Pittsburgh coal men a coal-boat 
rise in the Ohio, ‘The rise reached Pittsburgh Oct. 30, and 
on that and the following day a large number of tows went 
down the river. Shipments in the two days were 7,039,000 
bushels, of coal aud coke, of which 4,334,000 bushels were 
bound for Cincinnati, 2,812,000 for Louisville, 225,000 for 
Ironton and 168,000 for St. Louis. 

Pacific Passenger Rates. 

A dispatch from Omaha, Oct. 30, says : ‘A conference took 
lace here to-day at the office of General Passenger Agent 
<imball, of the Union Pacific Railroad, between Mr. Kim- 

ball, T. H. Goodman, General Passenger and Ticket Agent of 
the Central Pacific, and W. F. White, General Passenger and 
Ticket Agent of the Atchison, Topeka & Santa Fe road. 
Goodman and White represent the Southern Pacific route, 
which they state will be open and ready for business from 
Kansas City to San Francisco by Jan. 1, and the subject 
considered was uniformity of rates and methods between 
the rival overland routes in their management of passenger 
business. While no definite understanding was reached, the 
through business will undoubtedly be pooled and first-class 
rates will remain about as now.” 


Cotton Blockade in Georgia. 

The Georgia Railroad Commission issued the following 
circular Oct, 29: 

‘In consequence of the accumulation of cotton at this 
poles (Atlanta) and elsewhere in this state, and an injurious 
dlockade of freights anticipated, and now partially existing, 
the railroad companies in this state are hereby notified that 
no avoidable blockade of freights will be permitted, and that 
when such avoidable blockade occurs because of any ar- 
rangement existing between railroad companies for dis- 
tributing amongst themselves for transportation according 
to percentages the cotton or other freight offered for ship- 
ment, such companies will be held accountable for damages 
arising from such detention, 

** And the railroad companies are requested and directed to 
remove cotton and other freights when delivered for ship- 
ment to the extent of their facilities without unnecessary 
delay, and without regard to any contract, express or im- 
plied, that may exist amongst themselves, in reference to 
the division and distribution of freights between the respec- 
tive companies.” 

Erie Canal. 


The business of the Erie Canal at Buffalo from the opening 
up to Oct. 31 was as follows: 


1880, 1879. Increase. P. c, 
Boats cleared............ 9.396 7,622 1,774 23.3 
Tolls received....... .... $649,713 $516,765 $132,048 25.7 
Average receipts perday. 3,349 2,936 413 14.1 


The canal opened April 20 this year and May 8 last year. 
Southwestern Association. 

Representatives of the companiesin this Association and 
also of the Illinois Central (on account of Chicago-St. Louis 
business), and the Chicago & Northwestern, (on account of 
Chicago-Council Bluffs business) met in Chicago, Oct, 27, to 
iat gd for the carrying out of the agreement made in New 

ork for the settlement of the passenger war and the pool- 


. 





ing of business hereafter. There was much discussion as to 
the complications caused by the large number of unlimited 
tickets outstanding. The meeting was continued the next 
day, but noarrangements were completed, so far as has been 
announced, and an adjournment was had until Thursday of 
this week. Meanwhile limited tickets are sold at the rate at 
which unlimited tickets were sold during the war. 


Car Load Weights. 

The Chicago, Milwaukee & St. Paul Railroad Company 
has issued a circular to agents informing them that, on and 
after Oct. 25, the following rules must be observed in the 
loading of the cars of thiscompany. Agents will see that 
shippers and others conform to these rules and thereby se- 
cure to this company the benefit of the full carrying capacity 
of its cars : 

Pig-iron or railroad iron will be rated at gross ton (2,240 

unds), The ton weight of all other freight will be consid- 
ered 2,000 pounds. 

Coal, corn in the ear and other grain, flour in sacks, pota- 
toes, flax-seed, lumber, cedar posts, shingles, tan-bark and 
lime in bulk—maximum, 28,000 pounds; minimum, 24,000 
pounds. 

Apples, green, in bulk or bafrels, and apples and cider in 
mixed car-loads—maximum, 28,000 pounds ; minimum, 
21,000 pounds. 

Flour in barrels—maximum, 125 barrels; minimum, 100 
barrels. 

Salt, cement, plaster, estimated weight 300 pounds per 
barrel—maximum, 95 barrels; minimum, 80 barrels. 

Lime in barrels, estimated weight, 200 pounds—maximum, 
140 barrels; minimum, 120 barrels. 

Pig-iron, gross tons—maximum, 12!¢ 
eloven tons. 

All other car load freight 1s charged by weight—inaxi- 
mum, 28,000 pounds; minimum, 20,000 pounds. 

Salt, cement, plaster and lime in mixed car lots will not be 
charged at car-load rates unless in quantities to aggregate 
24,000 pounds weight. 

The maximum weights will apply only to cars having the 
company’s standard trucks—like those under their new cars 
—and to such other cars as may be marked up to 28,000 
pounds capacity. For all other Milwaukee & St. Paul 
cars the maximum weight to load will be 26,000 
pounds, and the minimum 20,000 pounds. All flat and coal 
cars in good condition may be loaded to 28,000 pounds. 
Lumber going to points on the Missouri River to on south 
of Council Bluffs must be loaded up to 24,000 pounds mini- 
mum or 28,000 maximum. Before contracting car-load 
freights for points west of the Missouri River agents must 
ask for instructions as to load, giving destinations of freights. 
All agents are requested to see that cars, loaded or empty, 
are loaded with utmost possible dispatch. 


tons; minimum, 


Upper Mississippi River Rates. 

A meeting was held in Chicago last week for the purpose 
of settling winter rates to points on the Upper Mississippi. 
The roads represented were the Illinois Central, the Chicago, 
Milwaukee & St. Paul, the ag ay , ad & Northwestern, the 
Chicago, St. Paul, Minneapolis & ¢ ha, the Chicago, Bur- 
lington & Quincy, Burlington, Cedar Rapids & Northern, and 
the Peoria & Rock Island. The rates from Chicago and Mil- 
waukee to St. Paul, Minneapolis, Hudson and Stillwater, 
were fixed as follows: First class, 75 cents; second class, 60 
cents; third class, 45 cants; and fourth class, 85 cents; class 
A, 30 cents; class B, 25 cents; class C, 22'¢ cents; class D, 
20 cents. The rates to Dubuque and other Mississippi River 
points were made the same as they were last winter. The 
new rates went into effect Nov. 1 


THE SCRAP HEAP. 


Railroad Equipment Notes. 


The Wason Car Co., at Brightwood (Springfield), Mass., is 
turning out four passenger and 29 freight cars a week. 
Among the contracts for passenger cars now being filled are 
orders from the New Haven & Northampton, the Wisconsin 
& Minnesota, the Kansas City, Ft. Scott & Gulf and two 
Texas roads. 

The Westinghouse Air Brake Co. is running its works in 
Pittsburgh over-time. Among the orders on the books is one 
from South America, 

The Eastern and Maine Central woes are to puton a 
through Pullman car which will be lighted by gas and heated 
by steam. The gas will be made in the baggage car on the 
train and connected with the car in the same manner as the 
vacuum brake. The steam will come from the boiler of the 
locomotive, and under each seat there is to be a coil of pipe 
heated by steam. The invention isthat of Mr. Payson Tuck- 
er, Superintendendent of the Maine Central.—St, John (N. 
B.) Telegraph, Oct, 29. 

The Baldwin Locomotive Works, in Philadelphia, have just 
received an order for 12 engines for the Northern Pacific 
road, 

The Harrisburg Car Mauufacturing Co., at Harrisburg, 
Pa., has an order for 1,000 cars for the New York Central, 


Iron and Manufacturing Notes. 

The Midvale Steel Works, at Nicetown, Philadelphia, were 
sold at public sale under foreclosure of mortgage, Oct. 26, 
and were bought in for $450,000 by Mr. Wm, Sellers, who 
is President of the company. 

Helen Furnace, near Orbiston, O., is out of blast for re- 
pairs, which will require some time. 

Bessie Furnace, near Gore, O., was stopped a few days for 
repairs, but is still in blast. 

). W. ©. Carroll & Co., of the Fort Pitt Boiler & Bridge 
Works, Pittsburgh, have the contract for the wrought-iron 
caisson for the new Wheeling (W. V.) Water-Works. 

Union Furnace, near Gore, O., is making 13 tons a day of 
cold-blast car-wheel iron. 

Logan Furnace, at Gore, O., has gone out of blast for re 
pairs. 

During the week ending Oct. 16 the furnace of the Ohio 
Iron Co., at Zanesvile, O., made 314 tons of pig-iron, the 
best work ever done by the furnace. 

Glasgow Furnace, near Newcomerstown, O., went into 
blast last week. 

Bridge Notes. 

The Edge Moor Lron Works have taken the contract for the 
new depot of the Philadelphia, Wilmington & Baltimore 
road at Wilmington. 

L. Sykes & Son, in Philadelphia, have furnished the iron 
work for the new shed at West Point, Va., for the Richmond, 
York River & Chesapeake road; the iron work for bridges 





and piers of the Cherry Island Flats improvement, and the | 


iron work for the fender system of ‘the United States iron 
landing pier near Lewes, Del. 
Prices of Rails. 

For steel rails the market is somewhat firmer, and quota- 
tions are about $60 per ton at mill. Sales of some 20,COO 
tons for 1881 delivery are reported, and several large orders 
are under negotiation. 

Iron rails are firm at about $46.per ton at mil) for 56-lbs. 
section, and $48 to $50 for light rails. Maxers are not will- 
ing to go below these prices, but foreign rails are offered at 





lower rates, and some orders are going abroad, especially 
from Southern roads. 

Old iron rails are dull at $25 to $26 per ton, with little 
business doing. 


British Rail Exports. 


For September, and the nine months ending with Sep- 
tember, the exports of steel and iron rails trom Great 
Britain to the United States are reported as follows by the 
Board of Trade, in tons of 2,240 Ibs. ; ‘ 

September; 





1880, 1879. Ine. or Dec. P. c. 

Steel rails.......... 10,052 ai I. 10,052 we 
Iron rails........... 3,880 8,429 D 4,549 54.0 
Total........ 13,032 8420 86,503 65.3 

Nine months: 

Steel rails.... 92,866 13,201 I. 79.665 603.5 
Iron rails... 78,755 8,760 1. 69,995 799.0 
Total. .... 171,621 21,961 1. 149,660 681.0 


The September exports, though much larger than last 
year, are much below the average of this year. Last year 
the exports to the United States did not begin to be large 
until September, and in that month were nearly two-thirds 
as great as in the eight months previous. ; 

The British exports to all countries were: 


Saptubor? 1880, 1879, Ine. or Dee, P. ec. 
BCOGE SHB. ccccccivcccce Shee 31,241 Inc. 4,000 15.4 
BOOM: BREadis des ctevicus 7180 O378 Dec. 2,248 24.0 
Total... .......... 43,280 40,019 Inc. 226) 65 
Nine Months: 1880, 1879, Inc. or Dee, P. c. 
eee 167,836 254,504 Ine, 113,442 44.6 
Iron rails...............100,8638 34052 Inc. 74,911 214.3 
Total....... 477,699 289,346 Inc, 188,353 65.1 


This country thus took 32.2 per cent. of the British ex- 
ports for September, and 35 per cent. of them for the nine 
months this year, while last year it took but 21 per cent. 
of them for September and 7.6 per cent. for the nine months. 
Of the total increase on British exports for the nine 
months, the United States took 70 per cent. of the steel and 
Y3!¢ per cent. of the iron ; thus but for the increased demand 
from the United States the revival of the rail industry in 
Great Britain would not have amounted to much, 7 

The exports to this country have been sufficient to lay 
1,950 miles of track with 56-1b. rails. A 

In the exports of * railroad iron of all sorts” (which in- 
cluded 64,472 tons this year and 57,848 tons last year of 
iron other than rails), the percentage taken by different 
countries in the two years has been, : 


1880. 





United States - es 64 
British India... ..... "0.2 10.6 
British North America . 14.3 15.5 
Australia ... Wgtenwiens saepessadtaserinae Gale 13.5 
eee PF yuebeveeswade abbabee Keoreses SEGw 8.5 
Se sted ob ésdaenidnesbd i cco Ge 8.1 
css i 6:50 4c baehen ces . £8 8.0 
All British colonies... ......... . 47.4 50.0 


The United States and the British colonies together took 
79!, per cent. of the total exports tois year, leaving but 
about 111,000 tons, or enough for 1,261 miles of track, for 
the rest of the world. 

Some clue to the railroad construction in other countries of 
America than the United States and Canada may be had by 
the record of British rail exports to them, as they get their 
supplies usually exclusively from England. Now, for the 
nine months this year, the exports were enough for 160 
niles of 56-1b. rails to Brazil, 87!¢ miles to Chili, and 8'¢ 
miles to Peru ; but there are exports enough for 519 miles to 
‘other countries,” which may include some to Mexico, 
Buenos Ayres, etc., though probably very small quantities to 
any one country. 

How They Do It in Detroit, 

For the distance traversed, the Detroit & Windsor Ferry is 
probably the cheapest in existence. The fare is but two aud 
one-half cents if tickets are bought, and less than a cent if 
the passenger holds a monthly ticket. Yet numerous de- 
vices are used to escape even this small toll. Bogus nickels 
are frequently tried, but with little success. 

A package of ten tickets costs a quarter, and persons have 
been known to plank down a silver twenty cent piece, just 
as the boat was leaving, saying, hurriedly : 

“Give me tickets,” hoping to come out five cents ahead. 

“ Pve nothing but a ten-dollar bill with me to-day,” says a 
smiling gentleman, as he flourishes the note through his’ fin- 
gers. “Vl pay you as [ come back.” 

“Oh, it’s no trouble,” says the polite ticket man. 
change it for you. 
over in Canada.” 
silver. 

* Never mind,” replies the man gruffly, * here’s a nickel in 
the corner of my pocket. 1 didn’t notice it before.” 

Often people try to walk in kind of absent.mindedly like, 
while the big gate is open. When a wagon enters they some- 
times endeavor to sneak in on the off side, But they rarely 
get on the boat. 

A cuter dodge is thatof the man who crosses over but 
doesn’t go off with the crowd. He stays on the boat till the 
second bell rings and then saunters out to the ticket window. 
“Say,” he remarks to the box office man, “I guess | won't 
go over on this boat. Give me that ticket I gave you.” 

* That’s all right,” replies the bland treasurer. “Tl be 
here for an hour yet, and Vil know you when you come 
through.” 

The most successful beat is the person who stays around 
until the boat moves off. Then he rushes through the gate- 
way, shouts *‘ Pll see you later,” or words to that effect, and 
springs on the moving steamer, Of course he could easily 
be stopped, but the trouble is that a great many honest cus- 
tomers, who nate to miss a boat, spring through in the same 
way avd pay their fare on the other side, Still the * rush 
business ” got to be a Tittle too much of a good thing, so the 
good-natured chap who acts as St. Peter at the gate now 
cries to the boss deck hand, “Say Kelly, just collect that 
gentleman’s fare, please,” and Kelly, without a smile on his 
sable countenance, holds out his hand while the * gentleman” 
searches his pockets and mutters: ‘‘ They’re mighty par- 
ticular on this durned line of boats, any how.” —Detroit Free 
Press. 

The Achard Electric Brake. 

A recent report to the Franch Minister of Public Works 
on the method of preventing railroad accidents gives the fol- 
lowing account of this brake. 

“The Eastern Company is experimenting with Achard’s 
electric brake. In this system, which is already practical and 
in the way of improvement, electricity is used to counect one 
of the moving axles, whose power is borrowed, with a sort 
of windlass on which is wound up a chain which acts upon 
the brake levers to put on the brakes. 

“This windlass, suspended horizontally on the frame of 
the car, is armed, on its small part, with a large cylindrical 
electro-magnet concentric with the shaft, ata little distanc 
from the axle, which attracts it powerfully and carries it 
with it as soon as it has been magnetized through the 
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rent produced by closing the electric circuit of two batteries 
placed in the brake cars at the head and tail of the train, 

**Each vehicle is provided with its hanging electro-mag- 
net, arranged to operate its brake, and connects with a metal- 
he wire which runs through the whole length of the train. 
Commutators enable the engineer and every brakeman to 
apply the brake instantaneously on every wheel in the train. 

1e quantity of electricity necessary to produce at will sev- 
eral successive energetic and prolonged stops closely follow- 
ing each other is obtained by the aid of a Planté accumula- 
tor, which stores up the electricity during the intervals be- 
tween the action of the brakes. 

‘The experiments so far have been made on the fast train 
between Paris and Avricourt, composed of five to six cars, 
not including the brake vans, and having two Achard 
brakes, oneat its head and the other at its tail. They have 
been satisfactory, and the company has decided to prolong 
the trial on a train of ten cars now under construction. 
This brake has already prevented an accident near Lagny, 
by permitting the stopping of the train within the space of 
660 feet. 

“ The difliculty is to graduate the action of this: brake not 
to lock the wheels completely, and to moderate the speed on 
grades at will, Hitherto this has been accomplished only by 

yutting the brakes on and off alternately; but Mr. Achard 
Ras planned an arrangement which will make it give the 
ability to vary the quantity of electricity introduced into 
the electro-magnet at will, and consequently, to vary the 
force with which this magnet is applied on the stem of the 
axle; but this modification has not been tried yet. 

* The inventor can easily render his brake automatic by 
the use of two small accessory’ batteries placed at each end 
of the train, whose action will neutralize each other when 
running properly; it establishes two relays which operate 
only when a coupling is broken, and which then set in action 
the principal batteries and cause the immediate braking of 
the two separated parts. ‘ 

‘““M. Achard has established very large surfaces of con- 
tact and strong pressures, so as to avoid the loss of electricity 
and to augment the safety of his apparatus. His brake may 
become the most instantaneous and energetic of all those 
that have been tried. It seems, finally, to be that system 
which, by the simplicity of its couplings, is most suited to 
afford in the future an Soecotise of continuous brakes to 
mixed trains and even to freight trains, permitting the in- 
stantaneous setting in action, if not of brakes fitted to all 
the cars, which would not be necessary, at least of groups of 
brakes placed at the head, at the tail, and in the middle of 
these trains. + 

“The use of batteries and of the Planté accumulator is an 
objection made to this brake; but an improvement is an- 
nounced as already tried which is calculated to revolutionize 
thissystem, the batteries are to disappear, and the electric 
connection would be produced by an induction current ob- 
tained by the aid of aGramme machine set in motion by 
one of the axles of the car, This important improvement is 
as yet ouly in the first stages of experiment, but the results 
which it has already given would seem to promise complete 
success,” 

The Lewis Counter-Pressure Brake. 

A trial of this brake was had on the Utica Division of the 
Delaware, Lackawanna & Western, and is thus desvribed by 
the Utica Herald of Oct. 22. _Counter-pressure steam is 
used on all or nearly all French locomotives. 

‘The counter-pressure system is practically independent 
of the other parts of the locomotive and when not needed is 
virtually detached, It is thrown into use by the application 
of a cofivenient lever near the engineer’s foot-board. The 
reverse lever is set into the centre notch and then the en- 
gineer governs the train by the steam throttle and a lever 
which controls the valves in the steam chest and cylinder, 
The application of the counter-pressure lever at the foot- 
board throws into use by its cam attachments two extra 
valves in each cylinder, which holds the steam within the 
cylinder, where it acts as a cushion to retard the movement 
of the pistons attached to the parallel rods of the drivers, 
Ordinarily in cases of emergency the throttle is shut, the re- 
verse lever thrown back and steam is let into the cylinder to 
insurea stop. This wrenches the working parts of a loce- 
motive sadly, air is pumped into the boiler, the drivers re- 
volve in an opposite direction or slide upon the rails, 
frequently causing what is known to railroad men as ‘ flat 
wheels.’ In the counter-pressure system, the steam within 
the cylinder is utilized to retard the movement of the 
piston-rods gradually or quickly, and to compel the drivers 
with the aid of the weight of the locomotive to hold the train 
back. The power is applied very much as a driver pulls his 
horses back with the reins in descending a bill. Avother 
valve, connected with the valves in the cylinder, is located at 
the foot of the exhaust pipe iv the sisokestack. The valve 
is operated by a lever which may be set or held in the 
engineer’s hand, and by it he can control the amount of 
retarding pressure to be applied to the pistousin the cylinder. 
This valve lever has a spiral-spring attachment, which may 
be set so as to require a pressure of 40, 60, '70 or 80 to move 
it. When set the spring operates like a safety-valve and 
protects the cylinders from being exposed to more pressure 
than they can bear, Everything about the counter-pressure 
attachment is substantial and simple and cannot casily get 
out of order, Uf the system is applied to a locomotive when 
it is built, it is probable that Me mechanism can be made 
more simple than if applied afterward, * * * 

‘At LO p.m, the train left Utica and ran directly to Water- 
ville without applying the counter-pressure attachment. 
There President Terry, Charles M. Montgomery, A. B, Cady, 
(. M. Hubbard and others of the village joined the party. 
Six coal jimmies, carrying six tons each, the whole weigh- 
ing about 48 tons, with the two coaches, were made up into 
a train and the counter-pressure party started for Utica. 
Four miles south of Waterville is the point known as Sum- 
mit. The grade from Summit to a short distance south of 
Utica ranges from 90 to 65 ft. per mile. Railroading on 
this grade is attended with many difliculties, the utmost 
care being necessary in handling Leavy freight, passenger 
and coal trains. No better point could have been selected 
tor yesterday’s test. Ordinarily, after passing over the 
summit, the majority of the brakes are set on all trains and 
the task of the locomotive ‘is to hold back rather than pull. 
The occasions have not been rare op slippery days when 
trains have got away from the brakes and attained such a 
momentum that engineers and brakemen have been com- 
pelled to let them slide and take their ¢hances. 

» The train had not been on the grado more than a few minutes 
before it was evident that Engineer Regan had it well in 
hand, and was able to control its speed at pleasure. Super- 
intendent Oakman and Mr. Gridley rode on the locomotiye, 
while Messrs, Wiley, Everts, Lawrence, Chamberlain, But- 
terfield and a few other practical men oceupied the front 
platform of the forward coach. At intervals the train was 
allowed to reach a fair rate of speed. Then the counter- 
pressure would be applied, and the momentum was gradu- 
ally checked. 
applied quickly, when the speed of the train was checked 
quickly, and the train brought almost to a standstill on au 
SO ft, grade. 
orders, and then the party came directiy on to Utica, well 
pleased wilh the success of the trip and triel of the counter- 
pressure system as far as they had seen its operations, 


4t other points the counter-pressure would Le _ 


A full stop was made at Cassville Junction for | 
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to the foot of the grade near Utica, Engineer Regan con- 
trolling all the movements of the train from his post in the 
cab of the locomotive.” . 


Union Electric Signals in Tlinois. 


The Chicago, Burlington & Quincy Railroad has been 
many onthe 17 miles between Riverside (13 miles west of 
Shicago) and Naperville. Oct. 29, an excursion of railroad 

men was, made to inspect the workings of these signals. The 

road is divided into block sections a mile long, with primary 
and distant signals. The railroad men who inspected the 
signals are reported to have been well pleased with then. 


Singular Death on the Rail. 


Jeremiah Sheetz, abrakeman on the Philadelphia & Read- 
ing Railroad, met his death in a strange manner at twelve 
o'clock last Saturday night, at Perkiomen Junction. His 
train was in two sections, which he was about to couple when 
he met his death. He sigvalled the engineer, Edward Daley, 
to “‘ back her.” The signal was obeyed. Another signal to 
the same effect was given,and obeyed, the engineer then 
thinking that he had backed far,enough and that the train 
was coupled. He waited for the signal to ‘‘ go ahead,” and 
not receiving it, askéd the conductor to find out the cause of 
the delay. The conductor went back and found Sheetz lying 
upon the ground apparently dead. ‘The engineer was notified 
and at once ran to the spot. Just as the latter laid his hand 
over Sbeetz’s heart that organ ceased to beat. It was at first 
supposed that the unfortuyate brakeman had been caught 
between the cars and squeezed to death, but this theory 
wasn’t accepted as the cars Were some feet apart and there 
was no evidence to show that they bad bumped. Sheetz’s 
body revealed no marks of violence, except a slight bruise 
under his right eye, and from appearances it seemed that his 
spine, a few inches below the neck, had been broken. Sheetz 
lived at Mt. Carbon. He was 24 years of age, and leaves a 
wife but no children.—leading (Pa.) Journal, Oct. 30. * 


The Inventor of the Bell Rope on Trains. 


Captain Ayres, whose death at a great age was noted re- 
cently, was the inventor of the present bell-rope system on 
railroads, When he commenced running on the New York 
& Erie Railroad the locomotive had no cab for the engineer 
—nothing but aframework. There was no way to go over 
the cars nor for the engineer to communicate with the con- 
ductor when the train was in motion. In those days, in- 
stead of the conductor running the train, as at present, the 
engineer had entire charge, and the conductor was a mere 
collector of fares and tickets. In 1842 Ayres inaugurated a 
system of signals by a cord running over the cars to the 
engine, where it was attached to a stick of wood. Ayres’ 
engineer, a Dutchman named Hamill, resented the innova- 
tion, cut the stick loose, and the conductor and engineer bad 
a fight at Turner’s over the matter, Ayres whipping bis 
engineer badly, and thereafter conductors, and not engi- 
neers, have had charge of trains. Soon after, the bell-rope 
and gong went into Keneral use.—Paterson (N, J.) Press, 
Oct. 23. 


A Watchful Flagman. 


On Sunday an accident was prevented on the railroad at 
Kittanning Point by a flagman. As the Pacific express was 
rounding the Point, he heard a queer noise and noticed that 
something was wrong with one of the wheels. He immedi- 
ately flagged the train, which stopped, and the wheel burst. 
The car was left, and the train was soon again on its way. If 
an accident had occurred at that point, no doubt a number of 
lives would have been lost, as it is a very dangerous place.— 
Altoona (Pa.) Call, Oct, 28. 


OLD AND NEW ROADS. 


Atlantic & Pacific.—The track of this road is now laid 
to a point 52 miles westward from the junction with the 
Atchison, Topeka & Santa Fe at Isleta, near Albuquerque, 
N. M. The Secretary of the Interior has appomted A. B. 
Nichols (Engineer of the Bureau of Railroad Accounts), 
Hoyt Sherman and J. B. Bloom, commissioners to examine 
the first section of 50 miles. They are to meet at Albuquer- 
que, Nov. 6, 

Washington dispatches of Oct. 28 report that the At- 
torney-General has made an important decision touching 
the legal right of the company to public lands by reason of 
continuing the construction and equipment of its road under 
the act of Congress organizing the company. The Atlantic 
& Pacific Company has been succeeded by the St. Louis & 
San Francisco Railroad Company, but for the past nine 
years no addition has been made to its road-bed and track, 
and therefore no claim could be made upon the.government 
for lands, the grant being contingent upon the construction 
and equipment of the road. Recently, however, the Atchi- 
son, Topeka & Santa Fe and the St. Louis & San Francisco 
companies began the construction of the Atlantic & Pacific 
road from its Western terminus, and having constructed 
50 miles of road made applicatiof to have the same 


inspected hy United States Commissioners, prepara- 
tory to having the same accepted by the govern- 


ment, and public lands transferred to the company as lands 
earned under the charter of the Atlantic & Pacific Com- 
pany. When this application was made at the Interior De- 
partment, the question arose as to whether the land grant 
of the Atlantic & Pacific Company had not been forfeited 
by reason of the failure of the company or its successors to 
complete the road within a given period of time. This ques- 
tion was referred to the Attorney-General, and that 
officer rendered an opinion in favor of the company. The 
Attorney General holds that as the acts of Congress organiz- 
ing the Atlantic & Pacific and Northern Pacific companies 
do not expressly provide for the forfeiture of the land 
granted these two companies, they can claim the lands thus 


lation, exercise the reserved right to take possession of the 
roads and complete their construction, as provided in the 
acts by which the two companies named were organized, It 
is in accordance with this decision that the Secretary of the 
Interior has appointed commissioners as above, 


Baltimore & Ohio.—The Baltimore Gazettesays : 
company has commenced work at Camden Station, looking 
toa complete change in the arrangements for freight and 
passenger t affic toand from the depot. In the first place 
the arrangement of the depot is to be so altered that all the 
incoming passengers or freight will be landed on the left side 
of the depot or on Howard street, where both the outgoing 
and incoming passengers are now accommodated, Then 
they will al er the right portion of the depot, or that part 
on the Eutaw street side, so that passenger cars will come up 
| as close as they now do on the Howard street side. When 
this is done passengers going away from the city can go to 
the right on entering the depot and take the cars, and those 
coming to the city can leave the depot from the left side. 
This arrangement will be very satisfactory and will prevent 
| people going away from mixing with those arriving, passen- 
| gers taking the wrong train, etc. With this system 

also freight facilities will 





equipped with the signals of the Union Electric Signal Com- | 





“No brakes were used at any pojnt from Summit station | the company are building a freight shed on the 


|space between Howard street and the depot in 
| which to store all freight that arrives. This shed corre- 
| sponds in appearance and make to that on the Eutaw street 
side and is 633 ft. long by 38 ft. wide, running along the 
railroad track from Camden to Barre street. It is to be of 
brick and is already under way. All the outgoing freight 
will be stored in the Eutaw street shed, and that portion of 
| the main platform at present used for that purpose will be 
repaired and made a point for passenger embarkation. The 
company had in contemplation this necessary change some 
time ago, and the great rush of passengers during celebration 
week showed them how necessary it was that there should 
be two entrances from the depot to the platform. Besides 
the passenger end freight changes the company have begun 
preparations for building a small house, 64 by 21 ft., on the 
Eutaw street side, near the office of the Master of Trans- 
portation. for the storage of baggage. McClintock’s baggage 
office, now on the right-hand side of the depot, will be trans- 
ferred to the left, where the ticket oflice now is, and the 
ticket office will take the place now occupied by McClintock, 
It will probably be some months before the improvements 
will be completed.” 

A dispatch from Baltimore, 'Nov. 1, says : ‘‘ The Baltimore 
& Ohio Railrcad Company to-day took possession of the 
entire lines of telegraph on its Pitt: burgh Division, which 
have hitherto been operated in connection with the Western 
Union Telegraph Company. To-day all connections with 
that company were severed and the wires transferred to the 
oflices of the American Union Telegraph Company at Pitts- 
bureh, Connellsville and Cumberland. This change adds 
about 500 miles of line and some 50 new offices to the sys- 
tem of telegraph line operated by the Baltimore & Ohio 
Railroad Company and the American Union Telegraph Com- 
pany. 


Boston & Albany.—At a meeting of the board held last 
week it was resolved to make a general reduction of 162¢ 
per cent. in the local freight tariff. It was also resolved 
to declare dividends quarterly after Jan. 1, instead of half- 
yearly, as has been the company’s custom heretofore. 


California Southern.—This company bas been incor- 
vorated for the purpose of building a railroad from San 
Jiego, Cal., to San Bernardino. It is understood that the 
object is to connect San Diego with the Atlantic & Pacific 
when that road shall be completed to California. The capi- 
tal stock is to be $2,900,000, It is said that a contract has 
already been entered into for the building of the road at 





once, 


Canadian Pacific.—A dispatch from Ottawa, Nov. 2, 
to the New York World says: ‘* The arrangements with 
the Pacific Railway Syndicate having been c ncluded by the 
government, the Dominion Parliament will meet on the first 
Thursday in December to ratify the bargain. The House 
will adjourn over the Christmas holidays and meet agein 
early in January to finish the ordinary busines; of the ses- 
sion. A slight hitch occurred in the signing of the contract. 
Mr. Greenfell, of Morton, Rose & Co., of London, also held 
a power of attorney from the house of Reinach & Co., of 
Paris and Frankfort, and from the Société-Générale de 
Paris, but the instrument did not vest him with plenary 
power, and at the last moment he had to cable to his prin- 
cipals for further instructions. These are now on the way 
out, but Mr. Greenfell was instructed by cable to sign the 
contract and has done so, The arrangement is still a state 
secret, but the following particulars may be relied upon: 
One division of the syndicate is composed of Canadian capi- 
talists, the chief among them being Mr. George Stephen, 
President o1 the Bank of Montreal;:Mr. Angus, formerly 


Manager of that institution and now General Man- 
ager of the St. Paul, Minneapolis & Manitoba Rail- 
way; Hon. James Cochran, the well-known Que- 


bec cattle-breeder, and Mr. McIntyre, formerly a dry- 
goods merchant in Montreal and now the controlling spirit 
of the Canada Centrai Railway, which will be the Montreal 
Branch of the Canadian Pacific Railway. These gentlemen 
are the principal subscribers, but it is probable that they 
represent others whose names will not be disclosed until the 
company applies to Parliament for its charter. For instance, 
it is understood that Messrs. Stephen and Angus represent 
the interest of Mr. Donald A. Smith, formerly Chiet Factor 
of the Hudson Bay Company, and one of the wealthiest men 
in the Dominion. T'wo years ago Messrs. Smith and Stephen 
bought the St. Paul & Pacific Railway from the Dutch 
(Amsterdam) bendholders, and as it is the high road and 
gateway to Manitoba, they have made enormous profits 
from the influx of emigrants and freight into that 
province. The English division is limited to Morton, Rose 
& Co., the agents of the Dominion Government in London. 
Sir John Rose, at one time Finance Minister of Canada, was 
a member-of that firm for many years, but he withdrew 
from it some time ago, leaving his interest to his son. Mr. 
Greenfell is the senior partner of the firm. The American 
division is Morton, Bliss & Co., the New York branch of 
Morton, Rose & Co, The French division is composed of 
feinach & Co., of Paris and Frankfort, and the Société 
Générale. The syndicate will have a paid-up capital of 
$50,000,000. Of this sum the Société-Générale subscribes 
one-aalf, £5,000,000 sterling ; the Canadian capitalists 
one-fourth, or $12,500,000, and Morton, Rose & Co., with 


Morton, Bliss & Co., and Reinach & Co,, the remain- 
ing fourth. A guarantee of 81,000,000 will be 


deposited with the government, to be _ forfeited 
should the syncicate fail in its contract. The government 
hand ever to the syndicate the sections of the road already 
completed or in course of construction, the value of which, 





including the surveys, etc., is put down at $30,000,000, and 


| give them a cash subsidy of $25,000,000 and a land grant of 


‘ s. | Zar t, e Pacifi 
granted whenever earned, unless Congress should, by legis- | 7 urd Inlet, on the Pacifi 


25,000,000 acres. The Jand 1s valued at $2 per acre, so that 
the gross subsidy, with the completed sections, represents the 
sum of $105,000,000, The read is to he completed in ten 
years from Lake Nipissing, its eastern terminus, to Buz- 
coast ; but there is a special pro- 
viso that the prairie section, roughly speaking, 1,000 miles 


| in length, fron: Manitoba to the Rocky Mountains, shall be 


{completion of the 
“ This | 


be greatly augmented, as! whole 


finished, equipped and running within three years. The 
syndicate will control the completed sections, run them 
and be responsible for the running expenses until the 
road in 1891, when the govern- 
ment will take possession. It is provided that the syn- 
dicate shall make no pooling tratlic or other arrange- 
ments with American roads without the consent of the 
government, subject to ratification by the Dominion Par- 
liament. These are the main features of the scheme so far 
as the syndicate is concerned. Sir Jobn Macdonald an- 
nounced on his return from England that the road would be 
built from end to end without asking the Canadian people 
for a dollar, and this is how he proposes to do it: The govern- 
ment will reserve 25,000,000 acres in blocks, alternating 
with those granted to the syndicate, and this Jand wi)l be 
thrown upon the market as the prairie section of the road is 
building. At $2 an acre—and it is believed the land will 
bring much more—this will give him $50,000,000, a sum 
sufficient to pay the cash subsidy to the syndicate and to 
recoup the country for money already spent on the 
| undertaking. It will be seen that the success of the 
sceme turns on the ability of the govern- 
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ment and the syndicate to dispose of the lands two settlers. 
This year the emigration to Manitoba and the Northwest 
fallsnearly 50 per cent. below Sir John Macdonald's estimate 
of last session ; but the members of the syndicate say they 
will establish agencies in every corner of Great Britain, and 
that Reinach & Co. will look after emigration from Ger- 
many. The portions of the road completed, or in course of 
construction, which will be handed over to the syndicate are 
as follows : 


Miles. 
Fort William to Selkirk (main line)................seeeeeeeeeee 
SE? FOR AUER 6.55 0 is aenatied ss voncacanvoaeses san 85 
Selkirk toward the Rockies (main line)....... ee ackbeueeien . 200 
In British Columbia (main line).... ....... 0 ........seeeeeveeee 12 
MOE: wnsucnecokansdevetsdinnnaseheaundeshaatns tees 818 


‘Professor Macoun and other authorities estimate that 
thereare at least 200,000,400 acres of good land in the 
Northwest, so that after satisfying the land grant to the syn- 
dicate and their own reserves, the government will still have 
150,000,000 acres to dispose of. It is proposed to sell enough 
of this to evuable the government to construct branch roads 
running north from the mam line and to improve the navi- 

ation of the Saskatchewan and other rivers. There is no 
doubt that the syndicate arrangement will be ratified by 
Parliament. The government have a majority of nearly 90 
in a House of 206 members, and, moreover, many members 
of the opposition approve of the bargain, since it rids the 
country of an enormous burden ,” 


Central of New Jersey.—The Receiver has been 
autho: ized to sell the dock property and buildings at Clark- 
son street, New York, for $185,000. This property was 
bougat for the purpose of establishing an up-town ferry 
from the railroad station in Jersey City, but the ferry did 
not prove successful and was abandoned. 


Central Valley.--This company has filed articles of in- 
corporation in Ohio to build a short branch from the Dayton 
& Southeastern at Wellston, O., to the Scott and Thornhill 
mines in Jackson County. 


Chicago, Burlington & Quincy and the Wabash. 
—The Chicago Tribune says: * The difficulties between the 
Wabasb, St. Louis & Pacific Railroad and the Chicago, Bur- 
lington & Quincy Railroad regarding the control of territory 
have all been adjusted, and the two roads will hereafter 
work in harmony as far as business to local competing 
points is concerned. The fact that the two roads have agreed 
to build the new line from Humeston west to a junction on 
the Council Bluffs Division of the Wabash has already been 
repcrted ; also, that the Wabash agreed not to extend its 
lines into Nebraska. 

‘During the Jast few days the Managers and General 
Freight Agents of the Burlington and the Wabash have held 
meetings in this city and perfected arrangements for the 
pooling of all freight business from common points in Illinois 
and Iowa. Mr. George L. Carman, at present General Agent 
of the Southwestern Railway Association, has been ap- 


pointed Commissioner of the burlington and Wabash pool.” 


Chicago, Clinton, Dubuque & Minnesota.—Gene- 
ral Superigtendent F. O. Wyatt has issued the following cir- 
cular: 

* The entire property of the Chicago, Clinton, Dubuque & 
Minnesota, and Wisconsin Valley Railroads, including the 
branches known as the Chicago, Bellevue, Cascade & West- 
ern Railroad, the Waukon & Mississippi Railroad, the Cale- 
donia & Mississippi Railway, and the Caledonia, Mississippi 
& Western Railroad, having been transferred to the Chicago, 
Milwaukee and St. Paul Railway Company, the above-men- 
tioned lines will be operated by said company on and after 
Nov. 1, 1880.” 


Chicago & Lake Huron.—Mr. Charles B. Peck has 
finally closed up his business as Receiver of this road (now 
pare of the Chicago & Grand Trunk) and the court last 
week granted an order discharging him and making final 
distribution of the funds remaining th his hands from the 
sale of the road. Of the amount thus disposed of the Re- 
ceiver was allowed $16,641 for his services, 


Chicago, Milwaukee & St, Paul.—This company has 
begun a new shop, 850 by 60 feet in Minneapolis. The 
new shop is to be used for the building of bridges for the 
company. The building is supplied with the best tools and 
other requisites for work, and about 125 men will be em- 
ployed in it. 

The following circular has been issued by Genera] Mana- 
ger 8. S. Merrill: 

“This company, having come into possession of the Chi- 
cago, Clinton, Dubuque & Minnesota Railroad (including 
the branches known as the Chicago, Bellevue, Cascade & 
Western Railroad. the Waukon & Mississi »pi Railroad, the 
Caledonia & Mississippi Railroad, and the Caledonia, Missis- 
sippi & Western Railroad), the same will be operated and 
known on and after Nov. 1, as the Dubuque Division of the 
Chicago, Milwaukee & St. Paul Kailway. 

“And the Wisconsin Valley Railroad having also come 
into possession of this company, the same will be operated 
and known, after the above date, as the Wisconsin Valley 
Division of this railway. 

‘** All business relating to the passenger traffic will be trans- 
acted with, and all reports made to, the General Passenger 
Agent of this company at Milwaukee. 

* All business relating to the freight my be 9 will be 
transacted with, and reports made to, the Superintendent of 
Freizht Traffic and the General Freight Agent of this com- 
pany at Milwaukee. 

** Joint freight reports of all connecting lines will be ade 
to the Auditor of this company at Milwaukee. 

* All remittances and drafts for balances will be made to 
and drawn on R. D. Jennings, Treasurer of this company at 
Milwaukee.” 


Chicago & Northwestern.—Track on the Chicago & 
Dakota line is now completed to Pierre, Dak., on the 
Missouri River, opposite Ft. Pierre. This point is 110 miles 
w st of Huron and 250 miles from the junction with the 
Winona & St. Peter at Tracy. 

It is thought that no more track will be built this season, 
as the men are being brought back from the front and sent 
over to work on the new line from Milwaukee to Madison. 


Chicago, Pekin & Southwestern.—Re-eiver Reed 
reports to the Court for September as follows : 
Oe PAI Ht $18,741.39 
Sees SOP TO TIONED... 6 5 cv cecu pov saces. vessucpoees 27,511.22 


PETE eT FC eS STN $46,252.61 
28,487.38 
Balance, Oct. 1 $17,765.23 

The disbursements were $976.16 greater than the receipts, 

The report that the Chicago, Burlington & Quincy Com- 
pany was trying to buy this road is denied by authority. 

Chicago, St. Paul, Minneapolis & Omaha.—This 
company has completed its Eau Claire Branch — 
from Eiu Claire station to the large lumber mills in an 
near Evu Claire, Wis. It is four miles long and intended for 
freight business entirely. 


Cincinnati, Hamilton & Dayton.—At a meeting of 





— — 


ross earnings for the half year enaing Sept. 30 had been | 
$1,473,482. The net surplus, after deducting expenses, in- | 
terest and all charges for the half-year, was $105,340, On | 
this showing the board resolved to declare a dividend of 2 

r cent., which will take $70,000, leaving a balance of 
35,340. The last dividend paid by the company was in 
April, 1873. 


Cincinnati Railroad Connections.—The Cincinnati 
Board of Trade and Transportation has for some time had 
under consideration the question of better connections be- 
tween the roads entering the city. On Oct. 30a plan was 
»resented to the board for an extension of the Cincinnati, 

amilton & Dayton tracks to connect with those of the 
Cincinnati, Indianapolis, St. Louis & Chicago Railroad, then 
to continue on an elevated track to the Little Miami; then 
tracks from the Little Miami, partly at grade, to the Brighton 
House, and elevated from that point to the Marietta & Cin- 
cinnati Railroad, This would make a belt road round the 
city, and there wou!d then'be provi ion for a union depot. 


Cincinnati Southern.—The earnings of this road for 
the quarter ending Sept. 30 were as follows: 


1880. 187%). 
ORR ORPIIND 5 5. tees cokes kn es osicnesevics $169,012 $183,476 
oo eee iis, Pe bels epseversag 170,522 49,086 
Net earnings........ ... A MAES. SEP $298,490 $133,490 


The Cincinnati Gazette says: ‘‘ The board of directors of 
the company which leases the road from the city of Cincin- 
nati decided to issue immediately $225,000 of the $900,000 
additional stock, which will be taken at par by the present 
shareholders, to pay bills for equipment falling due Nov. 1. 
This makes $1,325,000 upon which the city is to pay 7 
per cent. per annum. In December a like issue will have 
to be made to meet bills falling due at that time. In 
connection with this we will say for the informa- 
tion of those who seem to be all astray in 
relation to the provisions of the contract existing between 
the trustees and licensees, that the board of trustees deter- 
mine what equipment is necessary to do the business, and by 
their direction and permission the licensees can con 
tract and pay for it out of their capital stock, the city pay- 
ing interest only upon that portion of the capital stock 
actually invested in equipment.” 

A Chattanooga dispatch of Oct. 30 says: ‘‘ aay, 4 a con- 
ference was held at the Stanton House between Mr. Clements, 
Mr. Woodward and Mr. Bouscaren, of the Cincinnati South- 
ern Railroad, Mr. Fred Wolfe, Financial Maniger, and Mr. 
John, Scott, Superintendent of the Alabama Great’ Southern 
Railroad, and Mr. J. W. Thomas, General Superintendent of 
the Nashville & Chattanooga Railroad. The conference was 
held in reference to the injunction served upon the Cincinnati 
Southern Railroad by the Nashville & Chattanooga Railroad, 
restraining the former from crossing the latter’s tracks with 
the river line, which is now in course of construction, The 
matter was adjusted on the Cincinnati Southern Railroad 
agreeing to crbss the Nashville & Chattanooga tracks by 
switches, and not direct as was intended. The injunction 
will at once be dissolved.” 


Columbus & Hocking Valley.—This company bas 
just completed its Monday Creek Branch to Oreville, O., on 
the Straitsville Branch. The whole length of the branch 
from the main line at Nelsonville to Oreville is 18 miles. 
The extension built this year is from Greendale to Oreville, 
six miles. The branch is built entirely to reach coal mines 
and furnaces on the line, 


Detroit, Mackinac & Marquette.—The Marquette 
Mining Journal, of Oct. 30, says: * Track-laying on this 
end of the Detroit, Mackinac & Marquette Railroad has 
been retarded to some extent by an unfinished trestle-work 
at the end of the first 25 miles, which, however, is now nearly 
completed, There are now 25 miles of rail laid, and 10 more 
will be down and ballasted on or before Christmas. The 
first 20 miles are being operated, a train por ia each way 
daily. From Point St. Ignace the rails have been 
laid a distance of 15 miles westward, and it is the 
intention to complete 20 miles more before Christ- 
mas, making 70 miles of track in all. In the mean- 
time, grading is in progress toa point 25 miles east of 
Munising, and over a length of 40 miles west from the end 
of the completed portion of the Eastern Division, with an 
aggregate force of nearly 1,000 men, The operations will 
bé continued all winter, it being the intention to complete 
all the grading that can be done during cold weather. It is 
believed that work can be prosecuted to such advantage 
during the winter that comparatively little will remain to 
be done next summer, aside from laying track, and but little 
doubt is felt by the contractors of their ability to complete 
the whole line by Sept. 1881,” 

The company has bought 40 acres of ground of the 
Champion [ron Co., at Marquette, for terminal grounds, 
shops, etc. It has a frontage on the harbor. 


Great Western and the Wabash.—At the half-yearly 
meeting of the Great Western Company in London, Oct. 20, 
the President, Col. F. D, Grey, spoke as follows of the con- 
nection which is to be made between his road and the 
Wabash, at Detroit, through the new. Detroit & Butler Rail- 
road: 

*“T now come to the section of the report in which we 
treat of the Wabash connection. In a special report made to 
you last winter the directors described the Wabash system 
as vast. It pleased one of you to sneer at the use of the ad 
jective and to endeavor to depreciate the importance of the 
connection with that road which the directors then reported 
for the first time. You, nevertheless, approved of the 
arrangement, and time has shown that the confidence you 
thus placed in the board was not misplaced. The growth of 
the Wabash must have been a surprise to all in this country. | 
It was, indeed, a surprise to many on the other side ; sur- | 
rise, too, was not the only feeling created in America. | 
The good people of Detroit had a bad dream, in which | 
they saw the rival city of Toledo | 
face of the earth like another Chicago, while their own city | 
lay neglected on a grass-grown side track. The vision was | 
horribls ; they said it should never come to pass ; and the | 
citizens forthwith set to work to prove the trutia of the old | 
adage that ‘dreams go by contraries.’ They incorporated | 
the Detroit, Adrian & Butler Railway Company, which com- | 
pany is now engaged in constructing a road from Detroit, as 
the title of the company implies, in a southwestly direction 
through Adrian to Butler, the eastern end of the Eel River 
section of the Wabash. The new road will be 120) 
miles in length, and is expected to be completed at the end | 
of the year. It was to have been completed earlier, but there 
has been some difficulty about labor and — sleepers. 
When completed, the Wabash Company wi!l either work the 
road or incorporate it with their own system, The conuec- 
tion of the Great Western with that road will then be per- 
fect. On the completion of that road, and the Wabash tak- 
ing it over, the agreement between this company and the 
abash will give place to one that has been drawn to suit 
the altered circumstances. A glance at the map will suffice 
to show you the great advantage that will accrue both to the 
Wabash Company and to the Great Western by that con-_ 
nection, and consequently the value of the agreement, | 


covering the | 





| about 30 dey 


the board of directors, held Oct. 28, it was stated that the | which, to be lasting, must be beneficial to both parties. The 


Wabash get a longer haul by a shorter route. It is neither easy 
nor perhaps would it be wise, to predict results, but I think 
I may fairly say that whatever prospects we enjoyed from 
our connection with the Wabash Company via Toledo, they 
are infinitely enlarged by the direct connection now contem- 
plated at Detroit. (Cheers.) Although the new agreement 
involves no capital expenditure on our part, the Solicitor 
will probably advise that it should be put before you for 
your formal sanction, in which case, when ready, we shall 
call you together for that purpose.” 

There has been a report here that the agreement to which 
Colonel Grey refers provides, not for a simple interchan 
of traffic between the two roads, each to receive a part of tite 
through rate proportionate to its mileage in the route, but 
for the simple hauling of cars for the Wabash over the Great 
Western at _a fixed (and absurdly low) rate per car, thus 
giving the Wabash virtually a terminus in Buffalo, and en- 
abling it to make rates to and from that place without con- 
sulting any of the Buffalo roads. 


Green Bay & Minnesota.—From the scheme of reor- 
ganization as proposed, the following is taken: ‘*The pres- 
ent first-murtgage bonds, being the bonds of the Green Bay 
& Lake Pepin Railway Company, amount to $3,200,000 of 
principal, on which the accrued interest to Feb. 1, 1881, will 
be $1,024,240, or thereabouts. The present second mort- 
gage bonds, being the bonds of the Green Bay & Minnesota 
Railroad Company (which is the same corporation as that 
above named, the name only being changed), amount to 
$2,100,000 of principal. Of this sum $850,260 represents 
funded interest on the first-mortgage bonds, and the balance, 
being $1,219,740, has becn issued as collateral. The stock of 
the company amounts to $8,000,000, The new company to 
be organized and to re&ive the title of the mortgaged prem- 
ises is to issue two mortgages, with bonds secured by the same, 
the first-mortgage to draw interest from Feb. 1, 1881,und the 
second-mortgage from May 1, 1881, both to be made to the 
Farmers’ Loan & Trust company, as trustee, and to be in such 
form as the committee and the trustee shallagree upon. The 
first-mortgage shall be made to secure bonds to the amount 
of $1.600,000 of principal, bearing interest at § per cent. 
with coupons attached, and shall run 80 years. The seconc 
mortgage shall be made to secure income bonds to the 
amount of $3,781,000 of principal, bearing interest up to 8 
per cent., if actually earned over and above all outlays and 
expenses of every description, not including new  construc- 
tion or equipment, but including interest on the first mort- 
gage Londs, but shall be non-cumulative ; thatis to say, no 
part of the unpaid interest in any cne year shall constitute 
any claim against the company unless actually earned in that 
year, and this mortgage shall run 30 years. The new com- 
pany is to issue preferred stock to the amount of 82,000,000, 
and common stock to the amount of $8,000,000, Dividends 
on the preferred stock shall be limited to 7 percent. per an- 
num, and shall also be non-cumulative, and this stock shall 
be entitled to the privilege of voting, the same as the 
common — stock. The holders of the said  second- 
mortgage income bonds shall have the right to 
vote at any annual meeting of stockholders for the 
election of directors of the new organization on the same 
basis as the common and preferred stock ; that is, each $100 
of said bonds shall entitle the holder thereof to one vote. 
Holders of the Green Bay & Lake Pepin Railway Company's 
first-mortgage bonds shall receive in exchange for the same 
50 per cent. of the principal in the new first-mortghge bonds, 
and a further 50 per cent , and also the accrued and unpaid 
interest to Feb. 1, 1881 (but not including interest on de- 
faulted coupons) in the new income bounds. Holders of the 
Green Bay & Minnesota Railroad Company’s second-mort- 
gage bonds issued to fund coupons of the Green Bay & Lake 
Pepin first-mortgage bonds shall receive the amount of prin- 
cipal of the said Green Bay & Minnesota Railroad Com- 
pany’s bonds and the accrued interest thereon in the new 
second-mortgage income bonds. Holders of the Green Bay 
& Minnesota Railroad Company’s bonds, which are held as 
collateral, shall receive the amount of the principal thereof 
and the accrued interest thereon in the preferred stock of 
the new company in executing such releases of the original 
debtor company and of the new corporation and _ its prop. 
erty us the committee may require. Holders of the present 
stock shall receive an equal amount in common stock of the 
new corporation.” 


Indianapolis & Springtield.—This company has filed 
articles of incorporation in Indiana for a road from Indianap- 
olisto Springfield, O. The same parties bave also incor- 
porated the indianapolis & Cincinnati Company, to build a 
branch to Cincinnati from the Springfield line. Lt is reported 
that this is the company which 1s to connect the Jndiana, 
Bloomington & Western and the Cincinnati, Sandusky & 
Cleveland; also, that the company will negotiate for the pur- 
chase of the Cincinnati, Hamilton & Indianapolis road. 


Kanses City, Ft. Scott & Gulf.—This company an- 
nounces the opening of the branch from Ft, Scott, Kan,, to 
Lamar, Mo., 35 miles, whose completion has already been 
noted under the head of Springfield & Western Missouri. 
The extension of 30 miles from Lamar to Greenfield, where 
it will join the liane already completed, thence to Springfield, 
89 miles, will probably be finished this year. 

The branch from Pleasanton, Kan., east to Rich Hill, 
Mo., 24 miles, has been completed and opened for business, 
It reaches several coal mines. 

Work is progressing on the extension of the Memphis, 
Kansas & Colorado road, owned by this company, from 
Parsons, Kan., west by south to Cherryvale, 16 miles. 


Keokuk Northern Packet Line.—The Cireuit Court 
in St. Louis, in pursuance of the decision noted last week, 
has granted a final order appointing a receiver; al-o an order 
directing a new election for directors to be held Novy, 17, 
and providing that none of the directors ousted by the 
decision shall be eligible for re-election. 








Lake Shore & Michigan Southern.—ln the suit to 
recover back taxes claimed by the state of Michigan, the 


| Wayne County Circuit Court has given judgment against 


the company for $83,484. The company will take an appeal 
to the Supreme Court, 


Louisville, Cincinnati & Lexingion.—The directors 
of this company have voted to increase the amount of com- 
monand preferred stock, the former to the extent of 3503,- 
988. 42, and the latter by $136,727.00. The object of adopting 
these fractional amounts is to round up the two classes of stock 


|—the pronesed addition enlarging the common stock to an 


even $1,000,000, and the preferred stock will be fixed at 
$1,500,000. Ly resolution of the board, subject to the ap 
provai of the stockholders, these changes are to occur in 
s, and a committee of three was appointed to 
receive subscriptions ad interim. The proc eeds of sueh sub- 
scriptions are to be applic dto the purchase of rolling stock 
and the payment of the floating debt. Up to July 1, 1880, 
the company has put improvements on the road costing 
$242,353. These expenditur have been made in the space 
of three years. Since July 1 the company has built 75 flat 
ears and is now building six pa wer cars. Contracts are 
to be let soon for six locomotives and 300 freight cars, 


Louisville & Nashville.—A dispatch from Louisville 
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Dect. 30, says: ‘It has been determined by the directors of 
the Louisville & Nashville road to complete the Knoxville 
Branch of the road, to the Tennessee line, where it wiil be 
met by a road from Knoxville. Work on the extension will 
begin immediately, and it is ex the cars will be ruh- 
ning to Knoxville by Jan. 1, 1880, This road was projected 
years ago, but in 1870, when it had reached Livingston, a 
distance from Louisville of 140 miles, work was suspended. 
It has been considered of especial importance since the com- 
pletion of the Cincinnati Southern.” 


Marshficld & Neillsville.—This company has been 
organized to build a railroad from Marshfield, in Wood 
County, Wir., on the Wisconsin Central road, westward to 
Neillsville in Clark County. The distance is about 25 miles, 
and the capital stock is to be $500,000, 


Massachusetts Central.—At the annual meeting in 
Boston, Oct. 27, a report was presented from which the fol- 
lowing statements are taken : 

All the outstanding bonds of the issue of Jan. 1, 1873, 
amounting to $1,494,000, together with their coupons, have 
been surrendered, the holders being paid an average price of 
about 40 per cent. of their par value in cash, the money 
therefor being Re by the issue and sale of new bonds ; 
the capital stock of the company has been increased from 
$3,000,000 to 83,500,000, and bonds issued for the latter 
amount, and a mortgage of the railroad property and the 
franchise of the company executed in favor of Geo, R. Chap- 
man, Franklin Haven and Thomas Talbot, trustees, to secure 
the payment of the same, 

During the past summer a syndicate was formed, com- 
posed, for the most part, of leading bankers and merchants 
of Boston, whe have purchased $1,500,000 of the new bonds. 
A portion of this sum bas been used in the purchase of the 
old bonds and the balance is now being expended in the con- 
struction of the road, Negotiations are now in progress for 
the sale of the remainder of the bonds with every prospect 
of success, ‘lhe entire line has been definitely located, with 
the exception of that portion within the limits of the town 
of Ware 

The change of location at Belmont was referred to, and it 
was stated that the road will be ready for operation from its 
intersection with the Boston & (poe | road in Cambridge to 
the crossing of the Boston, Barre & Gardner road by Feb, 
1, next, and the entire line by Nov. 1, 1881. The lease of the 
line to the Lowell Compontt and its terms, and the favorable 
financial condition of the corporation at the prevent time as 
compared with that of a year ago, was also noted. 

From the Treasurer’s report it appeared that the expendi- 
tures for the year had been $487,546.57, the bonded debt at 
the present time is $1,843,000, and the unfunded debt 
$10,963.87. 


Milwaukee, Lake Shore & Western.—This road is 
now completed to the Wisconsin Valley crossing at Wausau, 
Wis., 18 miles west by north from the late terminus at 
Norrie and 208 miles from Milwaukee. An amicable 
arrangement has been made for the crossing of the Wisconsin 
Valley track. Work is progressing on the extension from 
Wausau west to Abbotsford on the Wisconsin Central. The 
company has also completed this season 11 miles of its 
northern line from Eland Junction due north: this line is 
intended hereafter to reach Lake Superior at Ontonagon. 


Missouri, lowa & Nebraska.--The United States Cir- 
cuit Court has granted a decree of foreclosure against this 
road under the first mortgage, which secures $1,500,000 
bonds. A decree of sale will be issued, provided the com- 
pany does not redeem the property within 60 days, 


Missouri Pacitic.—This company has submitted the fol 
lowing statement to the New York Stock Exchange with 
its application to have the consolidated stock put on the list : 
Length of completed road owned, 556 miles, with 84 miles 
of sidings ; branches leased, Holden to Paola, 54 miles ; 
Atchison to St. Joseph, 21: Boonville to Versailles, 45, 
making 120 miles leased and 676 worked. 

The capital stock of the consolidated company is $12,419,- 
800, The total bonded debt is as follows, including that of 
all the branches lately consolidated; 
Main Line, first-mortgage... 
Second-mortgage 


7,000,000 
2,573,000 





ee RR Ei SF tyes, oS Re Re al 4,500,000 
 OAROS DEUUOMNND F567 0550.003'c 6a ceeds ch endo pe neayes 800,000 
Pee TOME. 05 occa tads beth hurs Ceeeesebdeukecies » 250,000 
AES DUO? DE... ie. Ws x coawiem asks esckeneererees 409,000 
Leavenworth, Atchison & Northwestern... . + 9h 479,000 
Te. Beetle & LOWMUUOR, 605 ease be tivesiccsdcecaes 650,000 
Konaxas City & Baatern.... ...c secs eeeccvees 543,000 
St. Louis, Kansas & Arizona,......... 1,290,000 
Lexington & Southern... Sule han taveetalen 1,050,000 


cece ee e $19,250,000 


The stock is $22,838 per mile, making a total capital ac- 
count of 56,976 per mile. The company has now no float- 
ing debt. 

The earnings of the road for the nme months ending Sept. 
80 were: 3 


Total ($54,638 per mile)........ 


ee BOGMINEE., «0.0 «9.5:555.4as 0 vend e's ec nehyn . $4,537,001 
Peepemees (GD. 41 Per GOUSs) oo csiccir cress ccccceddcraces 2,514,012 
OG CRONE Sos se kxcdci bree eka se Lb aiehos $2,022,089 


The net earmmngs for the nine months are considerably ia 
excess of the amount required to pay the fixed charges for 
the entire year. 


Nashua & Lowell.—The iong and bitter controversy 
between this company and the Boston & Lowell, which has 
lasted ever since the expiration of the contract under which 
the two were worked together for over 20 years, has been 
closed by an agreement for the lease of the Nashua & Lowell 
to the Boston & Lowell Company. The lease is to be for 100 
years at a fixed rental of $60,000 a year, which 
will be equivalent to over 7 per cent. on the Nashua & 
Lowell stock, after paying all interest charges. By the 
terms of the lease the Boston & Lowell is to buy the interest 
of the leased road in the Mystic wharf and other Boston 
terminal facilities owned — y by the two companies. 

The stockholders of both companies will meet Nov. 10 for 
the purpose of voting on the agreement of lease. It is 
thought that it will certainly be approved. 


New York & Connecticut.—This company has been 
organized in Connecticut to build a railroad from New Haven 
to New York. The capital stock is to be $5,000,000, It 
takes the place of the New York, Connecticut & Eastern, 
whose organization has lapsed under the Connecticut general 
railroad law, it having failed to begin work within the time 
required. The corporators are the same as those of tie lapsed 
company. 


New York & New England.—Chief Engineer L. B. 
Bidwell will receive at his office, No. 244 Federal Street, 
Boston, until Nov. 15, at noon, sealed bids for dredgin 
about 200,900 cubic yards from the edge of the channe 
bank, from proposed slips, and from the flats near the long 
dock at Fishkill Landing on the Hudson River ; the dredged 
material to be used in filling up to grade lands on the river 
bank. Maps can be seen at the office. 


Northern Pacific.—The temporary bridge over the 
Little Missouri is finished, and perk tan been begun on the 


permancnt bridge. The tracklayers are working steadily 
westward, and are reported 10 miles beyond the river and 
162 miles from Mandan. It is expected that they will 
reach the Montana line about Nov. 15, when the entrance 
of the road into that territory will be duly celebrated. 


Ogdensburg & Lake Champlain.—The board has 
voted to offer only $129,000 of the consolidated bonds re- 
maining in the treasury, not issuing the remaining $1,000,- 
000, as was at first proposed. It is understood that the 
building of the new grain elevator at Ogdensburg has been 
given up for the present. 


Ohio Central—The contractor now has the track all 
laid on this road to Toledo, O., 35 miles north by west from 
the late terminus at Fostoria, and 140 miles from the south- 
ern terminus at Corning. It will shortly be turned over to 
the company and regular trains put on. 

The business of the road is reported to be increasing very 
fast, and it has beeu necessary to order large additions to 
the equipment. 


Ohio, Ft. Wayne & Chicago.—This company has filed 
articles of incorporation to build a railroad from Paulding, 
O., to Ft. Wayne, Ind., and thence across Indiana to Chi- 
cago. 


Pennsylvania.—The expected dividend of this cormpany 
was declared at the meeting of the board on Nov. 1. It is 
the semi-annual dividend of 3 per cent., with the addition of 
a special extra dividend of 1 per cent., making 4 per cent. 
in all. For the purpose of distributing a portion of the 
shares purchased from the city of Philadelphia, the option is 
given to the shareholders of accepting the extra dividend of 
1 per cent., in scrip, convertible into the stock of the com- 
pany at par when presented in sums of $50, provided the 
said option shall be exercised on or before Dec, 21, 1880, 
after which date all outstanding scrip will be paid in cash. 

In Philadelphia, Oct. 30, Judge ok Pleaalng of the United 
States District Court, delivered an opinion granting a pre- 
liminary injunction restraining the Junction Railroad and 
ihe Pennsylvania Railroad from refusing to transport cars 
of the Philadelphia, Wilmington & Baltimore Railroad over 
its road to the connections of the Philadelphia & Reading 
Railroad Company. The suit was brought by Lathrop, Re- 
ceiver of the New Jersey Central, and others, against the 
Junction Railroad and the Pennsylvania Railroad Company. 
Argument was made for the injunction some months ago. 
After reciting the history of the road the opinion pro- 
ceeds : 

“Ought the Pennsylvania Railroad, then, to be permitted 
so to control the section of the road of which it is the pro- 
prietor as to exclude the Junction Railroad Company from 
participation in its use as part of a continuous line? I think 
not. Jt must be treated in equity as having agreed to such 
reasonable use of the section owned by it as is necessary 
to effectuate the common object of those who furnished the 
means of constructing the Junction road as a continuous line, 
and to that extent to a modificationofits proprietary rights. It 
would certainly be unwarrantable in the Junction Com- 
pany to exclude the Pennsylvania Railroad Company from 
the beneficial use of the northern and southern sections of 
the Junction road, either by denying it altogether or by 
imposing burdensome restrictions upon it. Why ought not 
a like measure of justice to be meted out to the other inter- 
ests associated with the Pennsylvania Railroad Company ? 
In reference to the middle section of the Junction 
road, when it induced those interests to make large 


expenditures of money and incur large _ liabili- 
ties upon the faith that this middle section should 
constitute an indispensable constituent .of a joint 


enterprise, there is no just ground for any discrimi 
nation. While [ am of opinion that the Junction Rail 
road Company may bave the right to employ its own motive 
power over the whole line between its termini, yet I think 
the operations of the road should be conducted with as little 
friction as possible, and without any avoidable abridgment 
of the proprietary rights of the Pennsylvania Railroad Com- 
poy: The injunction granted, therefore, will not restrain 
that company from operating its own portion of the line with 
its own motive power.” 

The decree restrains the Junction Railroad, its officers, 
ete., from refusing to furnish motive power or haul or re- 
ceive freight and passenger cars between the Philadelphia, 
Wilmington & Baltimore and the Philadelphia & Reading 
Railroads, and enjoins the Reading Railroad Company, its 
servants, etc., from interfering with the Junction Railroad 
in performing its corporate duties, ete. 

It is understood that the real object of the proceeding was 
to prevent any interference with the transfer of cars from 
the Baltimore road to the Reading when destined to New 
York by the Bound Brook Line. 


Philadelphia & Reading.—In_ Philadelphia, last 
week, counsel for the Fidelity Trust, Insurance & Safe De 
posit Company presented a petition to the United States Cir 
cuit Court, praving for an order on the Receivers of the 
Reading Railroad to pay over to the Trust Company, as 
trustee for the holders of the consolidated mortgage loan of 
$18,616,000, the sum of $1,115,084,45, alleged to be due the 
sinking fund account, The petition filed recites 
that by the second covenant if was provided that 
they, the said party of the first part, shall and will on 
the first day of $June, 18738, and annually thereafter, set 
apart out of their net profits for the preceding year a sum 
equal to 1 per cent. of the principal of the said bonds then 
outstanding, as a sinking fund, to be appropriated to the 
purchase of such of the said bonds as can be obtained at 
prices not exceeding par for the bonds bearing interest at 
the rate of 6 per cent. per annum, and 7 per cent. above par 
for the bonds bearing interest at the rate of 7 per cent. 
per annum, and the said bonds so purchased shall be can- 
celled; and the said party of the first part shall 
and will, on the first day of June, 1874, and annu- 
ally thereafter, in addition to the said sum of 1 per cent., 
pay into the said sinking fund the interest which the holders 
of the said bonds would have been entitled to receive had 
the same been then outstanding, which shall be appropriated 
to the same purpose, and in case the said bonds cannot be 
procured at or under the said prices, then the President for 


the amount then remaining in the said sinking fund in 
such lawful securities as he -shall deem advisable ; 


tions of interest thereon, shall form a part of the said sink- 
ing fund, and be applied to the purchase of bonds as afore- 
said, when the same can be procured at the prices above 
named, The petition further recites that from June, 1873, 
until June, 1877, the Reading Railroad Company did put by 
annually the 1 per cent. into the sinking fund, but that on 
June 1, 1877, and so on until the time of suit, neither the 
Reading Railroad nor the Receivers appointed have paid into 
the sinking fund the required 1 per cent. or the interest of the 
bonds that have been abahinnel on account of the sinking 
fund, and that the amount thus due is 4 per cent. on $18,- 
616,000 : and the sum of $370,444 interest unpaid on the 
purchased bonds. These two items amount to $1,115,084, 
which the petitioner asks shall be paid to it, and that an or- 
der be made upon the Receivers restraining them from mak- 
ing any payment on account of incumbrances on the rail- 





and the proceeds thereof, together with all accumula- | 


[NovEMBER 5, 1880 








roads, estates, real and personal, and franchises of the Phila- 
delphia & Reading Railroad Company subsequent in date 
and lien to the consolidated mortgage of June 1, 1871, 
until all payments in arrear under the said mortgage have 
been fully paid. And that the petitioner, as the trustee of 
the consolidated mortgage of June 1, 1871, may be per- 
mitted to intervene in the proceedings and become party 
thereto for the purpose of representing and protecting the 
rights in the premises. The Court refused to hear any argu- 
ment in the matter, and referred it to Joseph A. Clay and 
George M. Dallas, the Masters, who were appointed at the 
same time as the Receivers. 

It is said that this movement is made at tbe instance of 
the English Committee, and also that it is the first step 
towards a foreclosure of the consolidated mortgage 


Pittsburgh & Chicago.—Surveys are being made for 
this road from the junction with the Pittsburgh & Western 
at the mouth of Slippery-rock Creek, near Wurtemburg, 
Pa., to New Castle. A contract for grading four miles of 
the road has been let, on which work will soon be com- 
menced. 


Pittsburgh, Youngstown & Chicago.—This company 
has been organized to build a railroad from Pittsburgh tothe 
Ohio state line, to connect there with a line to be built by 
an Ohio organization which will extend the road to Chicago 
Junction, on the Baltimore & Ohio. Several of the incor- 
porators are connected with the Pittsburgh & Lake Erie 
road, 


Quebec, Montreal, Ottawa & Occidental.—Dis- 
patches from Quebec state that the government of the pro- 
vince of Quebec has received an offer to lease this road for 
20 years at a fixed rental of £360,000 a year. The offer is 
from a syndicate composed of several prominent capitalists 
of Montreal and Quebec, and is said to include the chief 
owners of the Southeastern Railway. 


St. Paul, Minneapolis & Manitoba.—On the southern 
end of the Grand Forks, Moorhead & Barnesville Branch 
track has been laid from Barnesville, Minn., northwest to 
Moorhead. Pending the settlement of the suit as to the cross- 
ing of the Northern Pacific track at Moorhead, a temporary 
track has been laid to the Red River near that place, where 
connection can be made with the river boats, and a transfer 
boat run if necessary. 


Seattle & Walla Walla.—The price paid for this little 
coal road in Washington territory by Mr. Villard (or the 
Oregon Railway & Navigation Company, which he repre- 
sents) was $350,000, or about $15,500 per mile. The money 
is payable in three equal installments, Nov. 11, Dec. 11 and 
Jan. 11. Theroad is to be transferred free of debt ; all the 
stock is to be surrendered, and the company is to pay from 
the purchase money the expense of winding up its affairs. 
The company will be dissolved, and the balance remaining 
after paying debts divided among the stockholders. 


Sioux City & Pacific.—Track on the Niobrara Branch 
has been laid to Plainview, Neb., 18 miles northward from 
the junction with the main line at Norfolk. There are 12 
miles of road graded beyond Plainview. The working force 
has been transferred from this branch to the Black Hills line 
west of Neligh. 


Southern Pacific.—This company’s line eastward into 
New Mexico is progressing very rapidly. On one day 14,200 
ft. of track were laid, on another 13,800, and for several 
days over 11,000 ft. a day were laid. 


Texas & Pacific.—The holders of the following-named 
first-mortgage bonds are notified to present them to the 
Trustees as their office, No. 275 South Fourth street, Phila- 
delphia, for payment at par value, the same having been 
drawn according to the terms of the mortgage; and if not 
presented, all interest on same will cease an ond after March 
1, 1881 : Numbers 6, 44, 64, 248, 249, 286, 389, 476, 491, 
500, 595, 617, 618, 718, 796, 878, 905, 989, 948, 997, L094, 
1095, 1167, 1184, 1196, 1212, 1251, 1348, 1349, 1402, 1430, 
1606, 1737, 1752, 1850, 1895, 1898, 2012, 2014, 2028, 2059, 
2070, 2092, 2185, 2203, 2295, 2357, 2385, 2409, 24638, 2482, 
2446, 2499, 2609, 2668, 2 , 2782, 2903, 2007, 2908, 2926, 
2973. 8036, 8040, 3190, 8251, 3298, 3858, 8496, 3521 and 
BH5HO. 





Texas & St. Louis.—Work is progressing rapidly on the 
extension of this road from Tyler, Tex., to Corsicana, and at 
latest reports the track had been laid from Tyler west by 
south 15 miles to Brownsboro, and was advancing steadily. 
The engineers are now making the final location from Cor- 
sicana to Waco. 

The Dallas (Tex.) Herald of recent date says: ‘‘ Col. Para- 
more, President of the Texas & St. Louis Company, was in 
the city on Saturday and Sunday and gave us some very 
gratifying news. He said that his company had determined 
to run a line of their road to Dallas, beginning at Mount 
Pleasant, Titus County, and crossing Franklin, Hopkins, 
Hunt, Rockwell and Dallas counties to this city. Work 
would begin upon it as soon as the road was finished to 
Waco, which would be early next year.” 


Toledo, Ann Arbor & Grand Trunk.—This is the 
name of the company formed by the consolidation of the 
Toledo & Ann Arbor and the Toledo, Ann Arbor & North- 
eastern companies. The company owns a line from Toledo, 
Q,, to Ann Arbor, Mieh., 46 miles, which is to be extended 
toa junction with the Grand Trunk’s Chicago line. 


Union Pacific.— Work is reported in progress on the cut- 
off line from Julesburg, Col., to Evans, on the Denver Pa- 
cific Division. This line is about 160 miles long, and will, it 
is said, shorten considerably (35 miles) the distance from 
Omaha to Denver, besides avoiding several heavy grades. 
This line was originally projected by the Colorado Central 
Company several years ago. 


Wabash, St. Louis & Pacific.—A statement, pub- 
lished in reply to questions, gives the fixed charges on this 
company’s earnings as follows ; the amount given is not 
that actually paid this year, but the total charges for a year 





" A ; - : ; : | Interest on bonds. . 
the time being of the said party of the first part shall invest 





on the system as worked from Oct. 
Rental Eel River road............. ..... $83,760 
"  Quiney, Mo. & Pac ieesaeecaswate o2,920 


$2,791,532.95 


C. & B. Q. tracks......... ... 23,000 
2 are . ..425,890 
Cham., Havana & West.... ...... . 96,000 


rvabasee 136,125 
.....-144,705 


** Mo., lowa & Nebraska.... 
* Missouri Division............ 
962,490.00 


MONEE: 5 dotesabesawasen ba penes 


This is equivalent to 7 per cent. on about $22,300 per mile 
worked. It is claimed that the earnings are now at a rate 
amply suflicient to meet all charges and leave a surplus for 
the stock. 


Western Maryland.-—The Cumberland Valley Compan 
has applied for an injunction to restrain this company’s 
Baltimore & Cumberland Valley Branch from crossing the 
former’s track south of Chambersburg, Pa. Work on the 
Baltimore & Cumberland Valley line is progressing well ; 
the rails are all ready, and inclining will be begun soon, 
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ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 





Rage, Page. 
Alabama Great Southern...... 17 Lehigh Coal 4 Nav. Co.......... 107 
Allegheny Valley............ 152, 225 Lehigh V alle seman > 07 
Atchison, Topeka & Santa Fe .. 326 Little Miami ®, GlESt. L. - 213 
Atlanta & Charlotte Air Line... 226 Lo mg Island............ 

Atlanta & West Point.......... 414 ours, Cin. & Lexing 479 
Atlantic, Miss. & Ohio..... 364,478 Louisville & Nashville..3 wits 550 
Atlantic & North Carolina..... 864 Maine Central.......... .. ... 202 
Baltimore & Povomac...... 152,310 Mass. R. R. Commission.... .. 45 
Boston & Albuny.......eecereees 56 Michigan Central.. . R44, 250 
Boston. Concord & Montreal... 319 MiL, Lake Shore & ‘Western 

Boston & Lowell .. 74 Minneapolis & St. Louis . 68, a 
Boston & N. Y. Air Line........ 403 Missouri Pacific................. 414 
Bur., Cedar Rapids & No ..... 417 Mobile & Montgomery.. . 





Bur. & Mo. River in Nebraska. 56 
Burlington & Northwestern... 388 
74 


Mobile & Ohio. . 436, 
Montpelier & Wells River...... 124 


















Canada Southern.......... .+.. Morris & Essex..........0065 312 
Cape Fear & Yadkin Valley Nashua & Lowell... B64 
Carolina Central.......... Nashville, Chatta. “RSL. 4 
Centrai, ot Georgia.. Naugatuck.. Er eee 


238 
Central, of New Jerse New Hampshire Minor R'roads 557 













Central Pacific ....... ag Jersey Minor Railroads .. 560 
Central Vermont....... . . Y., Lake Erie & West....... 6, 12 
Charlotte, ¢ pol. & Augusta..... 1 x , as N. H. & Hartford........ 26 
Chartiers (P., C. & St. L.).. N. ) Providence & Boston.... 25 
Chesapeake “ Del. Canai. Y. & Oswego Midland, 11 
Chesapeake & Ohio.. Northeastern (S. C.).. 374 
Chesapeake & Ohio Northern Central 123 
Chicago & Alton.... .... 296 
Chi., Burlington & Quir 538 
Chi., Clint,, Dub., & Minn Ogdensburg & Laie 4.6 
Chie: ago, Mil. & St. Paul 6,212 Ohic & Mississi ppt 569 
Chicago & Northwester 444,449 Oregon Ry. & O64 


Chicago & Pacitic 
Chi., Rock Island & Pac 
Chi. & West Michigan 
Cin., Hamilton & Sy: a 
Cin., Ind , St. L. 
Cin., LaFayette & é ‘hic ago. 
Cin. & Mus. Val. (P.,C. 
Cincinnati dunthesh 


Jaume 96 Pacitic Mail.... .. ......... 


351 Paducah & Elizabethtown 

8 Panama.... 

4 Pennsylv ania Railroad 
Pennsylvania & New Y 
Pensacola & Perdido.... 

BY] a agg ge & Reading. 
24 Phila., Wil. & Baltimore. . 


















Cleve., Col., Cin, & Ind. Pitts., Cin. & St. Louis...002227° 21% 
Cleve.; Mt. Vernon & Del 6 Pitts.. Fort Wayne Baonge .. 352 
Cleve., Tus. Val. & W heeling - 162 P ittsburgh & Lake Erie........ 40 
¢ oT XY me. & Ind. Cent. (P., Pitts., Titusville & Butt alo...... 319 
hecaepeccasenenaceens . 213 Pitts. ‘Wh. & Ky.(P.,C. & St. ‘L. 1231 
« ‘ol. — "Hoc king Valley.......... Portland & Ogdensburg... we. » OU4 
Columbus & Toledo............. Prince Edward Island.......... 152 
PP Providence & Worcester....... B88 
Connecticut River......... Pullman Palace Car Co.... .... 516 
Conn, & Passumpsic Rivers Quincy, Mo. & Pacific.. os 
Consoiidation Coal Co .. ...... Kaleigh & Gaston...... 
Cumberland Valley............. Richmond & Danville...... ... 
Dayton & Southeastern........ Richmond & Petersburg.. npneeee 177 
eae ae Rome, W’town, & Ogdensburg. 11 
Delaware & Bound Brook..... MAMAN Lah acanases cnazeoas 436 
Delaware & Hudson Canal. 96,178 St. Louis Bridge Co............. $31 
Del. & Hud. Can. Leased Lines 175 St. Louis, lron Mt, & Southern. 177 
Del., Lack. & W eenere pswbecdgae 75 St. Louis, Van. & Terre Haute.. 06 
Delaware Western......+.++s+++ 7 St. Paul & Duluth......... cones 404 
Detroit, Grand Hav en & Mil....517 St. Paul, Minn. & Man......280, 479 
Detroit, Lan. & NO.... ..ceceeeee f Seaboard & Roanoke........... 280 
East Line & Red River, South Carolina,......... .. 214, 280 
East Tenn., Va. & Ga.... ...... South Carolina —cemsouemnbests 40 
Evansville & Terre Haute. a ear . 476 
FICCRDULG, 000. 0ccc00e COR venncdbcsecveccontcyes @ . B81 
Flint & Pere Marquette.. .... 70 T oxas ‘a 2. are 436 
Galv., Houston & Henderson... 75 T roy & Boston ... + oneeen ae 
Georgia R. R. & Banking Co.... 206 Troy & Greenfield... ot 
Georgia R. R. Commission..... 241 Union Pacific... ..... 2.c....2.5. 
Grand Rapids & Indiana....... 874 Utica & Black River....2.2.277: 
Grand TIUBE 0. .0c0cevees ..-264, 560 Vermont & Canada.,,....... 
Great Western. ........cees. 264,569 Vermont Valley.. ...... 
Hannibal & St. Joseph......... 162 Vicksburg & Meridian... 


Han. June. 
Housatonic. 
Houston & T 


, Han. & Gettysburg B12 2 
Bs 


Wabash, St. L. & Pacific. 
West Chester & Phila... 
Western, of Alabama........... 








Huntingdon & oke Top.. Western North Carolina....... 188 
Illinois Central............. Western R. R. Association..... 46 
pedinnapone, Bloom, & We Western Union Telegraph. .... 50 
, Decatur & Springfield: .. £68 Wilmington, Col. & Augusta . .. 108 
i Aan <a iglapa at aera 152 Wilmington & Weldon......... 108 
Kan. City, Fort Scott & Gulf... 473 Wisconsin Central..... .. ot 


Kan, City, St. Wisconsin Valley..... .. 
Kentucky Central $19 Worcester & Nashua 
Lake Shore & Mich. South..252, 258 


West Jersey. 


Jo, & C, Bluffs... ‘ 226 








The company worked the following lines during the year 
1879, as during the previous year : 


Miles. 

West Jersey, Camden, N. J., to Cape May..... ........-+5+ 82,18 
* ae GIRMATIOD 60 BYIBOCON. 0 os cccccecctrcviccccene 18.60 
Salons Fe. B:. Tier BGG. 5 6:s.0 csc cveccpenesiveecess 16.58 
Swedesboro R. R., Woodbury to Swedesboro.... 10.80 
BR ccc snndnctshesomeusthdewane jp bkepeemmaaee _ 128 16 


The Cape May & Millville C company, which owned 41.35 
miles of the line from Camden to Cape May was consoli- 
daved with the West Jersey during the year. 

The equipment consists of 20 locomotives ; 49 passenger, 
8 combination and 5 baggage cars ; 29 box, 2 stock, 6Q flat 
and 109 dump cars ; 20 hand and 19 truck’ cars. 

The balance sheet is as follows : 

Stock ($22,880 per mile) 
Bonds ($26,110 per mile). 





. $1,359,750 _.00 
2,530,600.00 





ACCOUNTS ORG DBIAMCOG. .... 6 ciccccccses soeethoveveres 86,095.16 
Cape May & Millville stoc k unredeemed.... .. 8,750.00 
Brith GONE es ko occ cose ss RETR e hai s oc oeenstaeeies 90,371.68 

WS nce tiien sebeeceescd cntie mene: $4,076,466 .84 


Railroad property.............+s.- 
Stocks, bonds, jand and hotel 1 property 
Material.... . 
Sinking funds. . 
Cash and rec eivables s 


.$5,065,360,53 

SO, 091,47 

18,815.26 

168,750.00 

138,449.58 
— 4,076,466 .84 

The bonded debt was increased by $136,600 during the 
year. The sinking funds hold $207,500 West Jersey bonds, 
$5,500 Salem bonds and $60,000 Swedesboro bonds. 

The traffic for the year was as follows: 











Train mileage: 1879, 1880. Inc. or Dec. Pc. 
-assenger. 362,797 336,728 1. — 7.7 
Freight Rt epee 108,048 103,817 1, 5,13 4.9 
Distributing 11,800 9,525 9 

,. Oe aa ‘ 483.545 450, 070 I 
Passengers carried.... 659,862 613,330 1 5, 5 
Passenger mileage ....16,674,109 15,386,915 I. 1,287, 104 8.4 
Tons freight carried... 162,467 119,632 1. 42,835 35.8 
Tonnage “mile age . 5,217,286 3,624,708 1. 1,592,578 43.0 


Av. train load: 


Passengers, No........ 45.96 45.70 I, 0.26 5.7 

Freight, tons........... 47.91 34.92 I. 12.99 37.2 
Av. receipt: 

Per pass. per mile..... 1,99 cts. 2.10 cts. D. 0.11 ct 5.2 

Per pass. per mile, net 0.52 0.47 * 0.05 ** 1.1 

Per ton per mile — 7 4 ae 4.41 * oD Cy * 17.4 

Per ton per mile, net.. 1.98 “ 1.99 ** > oo” 0.5 


The gain in fre ight business was especially notable. 

The earning» of “the entire line for the year were as follows : 
187 78. Inc. - Dec. P.c. 

36 $323,039. 78 (I. 8,884.58 2.8 

28 159,782.29 I. 30,189.99 18.9 


Passengers 
Freight..... 


. S331, ths 

















Other.... 58,856.03 I. 2,970.44 5.0 
Tot, ;...; $583, 311 $54 1,678.10 I. $42, 045.01 7.8 
Expenses....... 332,365.99 338,693.31 D. 6,327.32 1.4 
Net earn.. $251,357.12 $202,984.79 I. $48, 372.33 3 23.8 
Gross earn, per 
eee 4,554.64 4,226.58 1. 328.06 7.8 
Net earn oar 
mile.... 1,961.27 1,583.84 ‘ 377.43 23.8 
P. c. of exps. 56.94 62.55 5.59 


Net earnings of the West Jersey road were $248,885.36. 
The net earnings of the Salem road were $141.14; rental, 
$13,188; loss, $12,991.56. The net earnings of the Swedes- 
boro road were $2,330.32; rental, $19,901; loss, $17,750.68, 

During the year 5.32 miles new steel rails, 0.14 mile new 


iron rails and 66,614 new ties were laid. 

ments were made. 

The increase in earnings was not equal to that in traffic. 

The gain in freight was largely due to the demand for buiid- 

"~; materials in consequence of the great fire at Cape May. 
he income account was as follows : 


Many improve- 


Net earnings................ FP Et OE ee re eee epee $251,357. ed 

SCOOT osc acne cdddevd bavacecdas ted nuacceasans 2,455.1 
DRG dab bre rocbereseneed oesteceootes $253,812.24 

aan’ 6504405400504 dee neeeaes ied eknee 58s 

DIN. is; sink bakeedetan? ssacenaekeniaeee 

Dividend, S POF CONE. .....ccecncsccce coscccs 





225,134.00 
“$8, 678.24 
39,591.80 


Surplus for the year. 
Balance, Dec. 31, 1878 .... 





Sundry accounts.............. Re IE AE SRE 15,622.57 
SUNS NOE UII So oon. doi ci'ecee chavs bons dacs buns 16,779.03 
MOU 35+ cnsshe GhkaussGnehvuds sion taecab.ceen saneae $100,671.64 
Errors - URE off, premium. SR Sr eer ‘ 10,299.96 
Profit and loss balance, Dec. 31, 1879............. $90,371.68 


The report says of the Cape May & Millville consolidation 
and the resulting changes in capital account : 

“The terms of the merger were as follows: The capital 
stock of the West Jersey Railroad Company to be fixed at 
$3,000,000, The creation of a consolidated mortgage on the 
entire property of $3,000,000, 

“The funding of the 1, '888 shares of the capital stock of 
the Cape May & Millville Railroad © ompany, held by out- 
side parties, into certificates of indebtedness, convertible 
into the consolidated mortgage bonds when presented in 
sums of $500 or $1,000, 

“The surrender and cancellation of the second-mortgage 
bonds of the Cape May & Millville Railroad Company in 
possession and control of the West Jersey Railroad Com- 
any 
, “The surrender and cancellation of 1,112 shares of the 
stock of the Cape May & Millville Railroad © ompany held 
by the West Jersey Railroad C ompany, and the exchange of 
7,000 shares of the Cape May & Millville Railroad Com- 
pany’s stock owned by the West Jersey Railroad Company, 
and pledged in the poe of the company, for an 
equal amount of stock of the West Jersey Railroad Com- 
an 

“The amount of the outstanding bonds of the West Jersey 
Railroad Company being $2,400,000, as follows: debentures, 
due in 1883, $400,000 ; _ first- t-mortgage 6’s, due in 1896, 
$1,000,000 ; ‘'second-mort rage 7’s, due in 1899, $1,000,600 ; 
and the bonds to be issued in ad ange for stock of the Cape 
May & Millville Railroad Co > fa under the terms of the 
consolidation, will be $94,400—making an aggregate of 
$2,494,400 bonded obligations that would be outstanding. 
To enable the merged company to consolidate all of its obli- 
gations into one general mortgage, either prior to or at their 
maturity, and to provide any additional means which the 
needs of the company may demand in the future, the con- 
solidated mortgage was fixed at $3,000,000, bearing interest 
at 6 per centum, and was duly executed on the first day of 
November, 1879. 

* The outstanding capital stock of the West Jersey Railroad 
Company in the hands of the public at the time of consolida- 
tion was 27,195 shares, of the value of $1,359,750, and 
continues as shares of the capital stock of the merged com- 

any 
pee At the end of the fiscal year, 1,712 shares of the out- 
standing stock of the Cape May & Millville Railroad Com- 
pany had been presented for exchange, as provided in the 
agreement of merger, for which $78,500 of the consolidated 
bonds, and $7,100 in certificates of indebtedness, exchange- 
able for bonds, had been issued, leaving 175 shares, of the 
value of $8,750, still outstanding. 

** Of the issue of the second- mortgage bonds of the Cape 
May & Millville Railroad Company, $45,006 were held - 
the trustees of the sinking fund, and $40,000 by outside par- 
ties; the former have been exchanged for their equivalent in 
the new consolidated mortgage, bonds, and the latter have 
been acquired by the company. These, with $415,000 held 
by the West Jersey Railroad company, make up the entire 
amount of the $500,000 issue of second-mortgage bonds, 

* a % * * * 


he 7,000 shares of the Cape May & Millville Railroad 
Company stock, shown as an asset of your compary, must 
of necessity remain as it now stands, until such time as it 
may be exchanged as provided in the agr reement of merger. 
The par value of the 175 shares of stock of the company still 
outstanding, and for which certificates of indebtedness are to 
be issued, is shown as an obligation of your company in the 
account.” 


St. Louis & San Francisco. 

This company works a line from Pacific, Mo., to Vinita, 
Ind., Ter., S37 miles; from Peirce City, Mo., to Wichita, 
Kan., 217 miles; from Oronogo, Mo., to Joplin, 10 miles; 
from Joplin, Mo., to Girard, Kan., 38 ‘mile 8, being 592 miles 
inall. At the close of 1879 there were 6514 miles of the 
Wichita line still unfinished; the average mileage worked 
for the year was 393 miles. 

A line from Peirce City to Fayetteville, Ark., 
progress. 

The equipment at the close of the year consisted of 47 
locomotives; 10 passenger, 7 mail and smoking, 2 baggage 
and passenger, and 7 baggage cars; 466 box, 264 atoc k, 441 
ore, 10 flat and 33 caboose cars; 1 directors’, 1 tank, 1 pile- 
driver and 7 boarding cars. 

The Land Department reports 40,344 acres of South 
Pacific lands sold, and sales of 29,945 acres cancelled, leav- 
ing 607,471 acres unsold. Of Atlantic & Pacific lands 2,463 
acres were sold and sales of 3,296 acres cancelled, leaving 
295,661 acres unsold. There are 27,900 acres unsold pom 
49,677 acres under contract of the lands reserved to meet 
the $300,000 debenture bonds outstanding. 

The entire receipts of the Land Department for the year 
were $154.598.11, and the gross expenditures $56,034.48, 
included in which, among the largest items are $21,601.54 
for taxes; $7,272.35 for salaries, and $7,604.38 for com- 


is now in 


missions. 
The general account, somewhat condensed, is as follows : 
INO, . oo pa ndnvdaceccces OoMRe vebnaavaoosney $8,573,300.00 
i —- ae. Tee of: Bees seeee 9,768,400,00 
” Serr Pro ry ere 3,721,720.00 


Total stock.. 


$22,063,420.00 
Bonds, Class A. 65 
C 





2.14 
—  £= <a e ses 2) AY, 849.56 


gle reer rrr 1,100,000,00 
0 rr rrr 200,000.00 
—-——,— 6,786,086.96 
Pe. =. unweeddsdeoesessuke apuen 04,116.77 
Balance of income..... obncots err Panediiemeees 335,031. 99 





_ er 
Franchises and property. a lea cae 
Assets, cash, materials, etc..... 


soins Bons e eau eae $20,488,655.72 
. .$28,841,974.50 

64E 5681.2 22 
— 29,488,655.72 
The company is also liable for $7,144,500 South Pacific 6 
per cent. bonds, which are a first lien on part of the 
property. ‘The B and C bonds begr interest now and until 








Nov. 1, 1881, at 3 per cent.; for one 
for one year at 5 and from Nov. 1, 1883, 
The traffic for the year was as follows: 


ear thereafter at 4, 
at 6 per cent, 





Train “ti 1879. 1878. Ine. or Dee. P. ec. 
Pensenger. . bhaGhinees 294,314 255,290 1. 39,024 15.3 

oer 809,074 570,599 1, 238,475 41.8 
Service......... eenvend 26,436 46,737 D. 10,301 22.1 

en 1,129,824 872,626 I. 257,198 29.5 

Milonwe of pass. train 

Re ee .143,508 872 22 I 271,186 31.1 
Mileage of freight cars. 11,221,083 I. 3,781,329 50.8 
Passengers carried. . 94.355 I ‘ 1,293 49.5 
Passenger mileage... . ” 6,163,920 » 2 209) 936 24.9 
Tons freightcarried... 471,310 383 1 216,027 85.3 
Tonnage mileage.... .68,404,697 41 oor 457 1, 27,197,240 66.0 

Av. train load: 
Passengers, No....... 38.13 29.14 LL 8.99 299 
Freight, tons.......... 84.54 72.22 I, 12.32 17.1 

Av. receipt: 
Per pass, per mile.... 3.70 ets. 3.96 cts. D. O26ect. 6.6 
Per ton per mile.. om 2390" D. 62 19:6 


The increase in traffic was not alone from the me reased 
mileage, but also very largely from the improvement in 
business on the old line. 

The earnings as stated in the General Manager's report 
were as follows : 











1879. 1878. Ine rease. P.c 
Passengers...... $228,366.67 $195,133.61 333, 253:3 . 17. 
Freight ....... . 1,378,364.06 947.377.84 430,988. 4 
Other..... 65,706. a7 59,140.18 6,566.70 1 
Total ... $1, 201,051.63 $470,786.0" 
Expenses. 8: R48 U v9 





648, 134.60 187,353 





Net earnings .. $836,949.61 $283,452.58 51.2 
Gross earn, per 

| re 4,255 56 3,674.78 580.78 15.8 
Net earn, per 

mile..... 2,120.64 1,692.71 436.93 25.8 


Per cent, of & xps 49.06 a. See eee 
Expenses include renewals and improvements. The earn- 
ings per train mile were 170.9 cents ; expenses, 85.38 cents, 
against 145.50 and 78.48 cents in 1878. Per car mile last 
year the earnings were 14.84 cents ; expenses, 7.41 cents, 
cooumetive service cost 14.52 cents per mile run, against 
14.72 in 1878. 
The income account was as follows : 
Earnings for the year 
Miscellaneous 





. $1,073,272.91 

: 2,080/47 
Total 

ce cchbneus 


Bonded interest... 
Sundry expenses 


Seesectsens rbk-e $1,675,353.38 
$x4: 2,779.86 
G1? 064,50 

14,907.04 


ReVee 1,470,752.30 


$204, G01. O8 
$130,430.91 


Surplus for the year 
Balance from previous year.... 


Balance of income, Dee, 31, 1879. $: $35.08 1.0 ov 


The equipment was increased during the year by 11 en 
gines, 200 box and 246 ore cars. 

Of the main line there is now 107', miles laid with steel 
rails, 56 lbs. to the yard, of which 3,080 tons were purchased 
and laid during the year. 

One large br idge has been replaced by a new Edge Moor 
iron bridge, the piers and abutments having first been re- 
built with stone, in the most substantial manner. 

‘Ten truss girder bridges have been thoroughly rebuilt, and 
are now in first class condition. 

This company acquired by purchase on May 26, 1879, the 
Joplin Railroad, extending from Joplin, Mo., to Girard, 
Kansas, 38 miles, and passing through the extensive and 
rich coal-fields of Southeast Kansas. 

The Missouri & Western Railroad, an important line con- 
necting with the main line at Peirce City, Mo., and extend- 
ing 73 miles to Oswego, Kan., with a branch road 9 miles to 
Joplin, Mo,, has also been purchased, and since Aug. 1, 1879, 
controlled and operated by this company. 

This company has acquired, by lease, the control of the St. 
Louis, Wichita & Western Railway C ompany, & new road, 
from the line of the Missouri, Kansas & Texas, near Oswego, 
at its intersection with the Missouri & Western Railroad to 
Wichita, Kan., a distance of 144 miles. 

This road, extending through the rich and fertile wheat 
growing region of Southern Kansas, will control a valuable 
business, and contribute largely to the business of the com- 
pany. 

Negotiations with the Atchison, Topeka & Santa Fe Rail- 
road Company have been completed for their uniting with 
this company inthe mutual ownership of the Atlantic & 
Pacific Kailroad, with the view of constructing and com- 
pleting, at an early day as possible, its Western Division, 
commencing at the Rio Grande del Norte and extending .to 
the Pacific coast. 

The revival of the iron trade and {mining interest has for 
the latter part of the year stimulated the production of iron, 
lead and zinc ores, so hemiaatier located on the line of the 
road, and will continue to add to the earnings 


Boston & Albany 


The report for the year ending Sept, 30, 1880, has been 
made up, and the following figures are taken from advance 
sheets, The report covers the 201.65 miles of main line, 
96.48 miles of branches owned and 71,90 miles of branches 
leased, 370.03 miles in all, The branches owned were in- 
creased by the Springtield & Northeastern, 48.59 miles, pur- 
chased, which was worked only two months of the year, 
from Aug. | last. 

The traffic for the year was as follows : 








1879-80) 1878-79) Ine. or Dec, Pic 
Train Mileage. 5, 450,720 4,860,772 L 560, 11.5 
Passengers carried 5,993,207 5,199,160 I, TWALST 15.8 
Passenger mileage : 101, 248,; = . 
‘Tons freight carri’d 3,310,539 2,758,006 I, 572 44: $ 20,9 
Tonnage mileage... 375,452,804 325,484,700 1. 40, O68, 005 154 


Average receipt ; 
Per pass, per mile. 
Per ton per mile. . 


2.080 cts. 
1.207 * 


2.140 cts. D. 
1073 ** LL 


0,060 et, 2.8 
0.154 "" 12.5 

The increase in traffic was very considerable; the tonnage 
mileage was the largest since 1873. It is noticeable that the 
rate per ton per mile shows an increase, for the first time in 
several years. 








The earnings and expenses were as follows : 
1870-80. 1878-79. Inc. or Dec, P.e 
Passenger Dep't...$2,561,498 $2,165,609 I. $195,709 9.0 
Freight Dep't.... 4,530,914 3,588,839 LL 942 U7: 5 6.3 
Other sources. 848,706 B72025 1 26.1 
Total.... $7.741,118 $6,427. 40s 4 S1G1S655 20.4 
Expenses........ 5,248,500 3,723, 1, 1,524, ie 5 40.9 





Net earnings. . .$2,492,618 $2, 103,038 D. 


Gross earnings per 


$211,020 7.8 


® 


mile. . 23,500 19,000 I, 3,510 17.6 
Net earnings "per 

mile.. 7.561 8.400 D, 8.48 10.1 
Per cent. of exp 67.80 57.94 I, O86 17.0 

The great increase in expenses more than balanced 
that in earnings. This increase was large in every 


department, especially in buildings, repairs of road and 
repairs of cars, the last-named being more than twice the 
amount expended in the previous year, The increase in 
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MASSACHUSETTS MINOR RAILROADS IN 1879. 
PROPERTY. CAPITAL. EARNINGS. PAYMENTS FROM 
Net EARNINGS. 
Name or Roap — = - 
| | Pass. Gross 

Road Road | Loco- train Freight Stock. Bonds. Other Gross Expen’s.|Net earn- earn, per Net earn. P. c. of | Interest, , Divid’ds. 

owned, leased. motiv's 8) cars. cars. _debt. Earnings ings. mile. per mile.| exps. 
AaburahaGe .. oj odgsck where tsi vevtarevee ébusce era 1 1 $30,000 $6,000 $74 $3,302 $3,102 $200 $1,321 $80 a SE Pee 
Boston, Barre & Gardner.............+. enpersade 36.5 cS. Bie 11 9 871,002 554,300 260,720 162,648 123,806 38,842 3.110 743 76.1 $46,560 |....... 
COOIO so kn cénbadesd.cceshtbacedsceton x : ‘ 419 2,154,300 831,090 25,703 203,050 361,814 141,236 7,860 2,207 71.9 100.854 $21, 000 
MD GUGR, nn’ sccccie eenve' ne 2.3 200,000 200,000 74,105 24,087 16,417 7,670 1,958 642 68.1 14,711 
Hanover Branch.... ... ... 8.0 18 123,950 30,000 141 27,878 14,962 12) 916 3,460 1,615 53.6 1,650 3,714 
New London Northern +.. x 276 1,500,000 687,500, 152,275 | 500,492 329,i 544 94 4,136 1,554 65.8 45,125 90,000 
Norwich & Worcester}.......... . sduphe . 574 | 2,604,400 400,000 8,664 | 714,894 : 10,767 4,421 54.7 60,029 259,780 
Springfield & Northeastern§............  ...++- 48.5 5 8 36 405,000 15,012 | 26,555 | 14,627 | 11,928 |......... ; 55.0 Bye 

Narrow-Gauge Roads: | 

Boston, Winthrop & Pt. ware: Sdpens Miers 1 2 aE ee 19,450 18,000 3,444 5,146 1.979 : BREE "Tras cnaceamieeuckvne da 
Geese COM sacha) ae TE! Necsce* eceeees cae A eree 1 1 1 29,830 10,0006 3,041 4,694 1,565 403 74.2 583 
Martha's Vineyard............ ERIN ET re 8.8 1 4 J 40,000 36,000 2,342 4,919 ,750 559 19 96.6 Rae 
Worcester & 5 irewsbury. spec Retahestehindieds 2.7 4 6 36,825 15,C00 74 10,473 8.963 3,872 557 85.6 1,108 


* Deficit. 


The figures above are from the reports made to the Massachusetts Railroad Commissioners for the fiscal year of 1879 
The four narrow-gauge roads carry passenger traffic only, and no freight ; 


transportation expenses was 5 lens in proportion than that in 
any other department and less than the general increase. 
The disposition of net earnings was as follows : 


Wat GASB LE. 60s. ound et eerikteareis>s Fecseee 

Rentals ouxeccautkus os ea bRubel eo eves $75,000 
Interest on bonds. paces creel veeeuebs brian 470,090 
Dividends, 8 per cent 9hsds Ede eer ee 1,600,C00 
DITO COMIGTD De 6.0 <6 60:00: sacha ca dende oe 300,000 


2,445,000 


WR LAeOD, CM as tases <5 ds 0e fepnns tens neeonsos ; 

In addition to the $300,000 appropriated to improvement 

fund, the sum of $200,000 has been set aside for the con- 
struction of the new passenger station in Boston, 


Camden & Atlantic. 


This company owns a line from Camden, N. J., to Atlantic 
City, 60 miles, and it leases the May’s Landing road, from 
Exe Harbor City to May’s Landing, 7 miles. 1@ company 
also runs a ferry between Camden and Philadelphia. The 
report is for the year 1879, 

‘he balance sheet is as follows : 
Common stock......... 
Preferred stock.... 





$377.400,00 
838, 2311.50 


$1,215, ty 50 
1,08:2.6°% 





Total stock ($20,262 per mile) 
Funded debt ($18,044 per mile).... 
Floating liabilities. 
Profit and 1oss....iscccsiepes 





DOOR 5 6<iebcnsta oc thasitehen a ye $2,801,296.63 
Property MECOUNEB, 20.06 000-cecccesccees $2 :703,640,91 
Bea View Hotel oor 22,000.00 
Materials.... ieeues 40,267.7 73 
Cash and receivables................ 35,587. oo 











2,801,206.63 
The funded debt consists of $490,000 first-mortgaye, $497,- 
000 second-mortgage bonds, $95,400 bonds and mortgages 
and $250.65 coupon scrip. The second-mortgage bonds ma- 
tured Oct, 1, 1879, and were replaced by a new issue of the 
same amount at 6 instead of 7 per cent. interest. 
The mileage for the year was us follows: 


+ Leased to Central Vermont Co, 


. $2,492,618 Ll. 


| 


-~—Main Line.—— —May’s Land. Br.- 
1879. 1878. 1879. 1878 
Locomotive mileage.. 206,511 268,154 10,375 ovens 
Pass. car pe need ie 904,000 | 17.019 
Freight car mil 670,898 547.1365 ° 
Cost per train mile 79.1 cts 84.5 cts. 47.8 cts. 52.0 ets. | 
Cost per car mile..... 12.0 “ a7. RA 33.7 ** 


Of the total mileage 118,U93 locomotive miles and 657,140 
passenger car miles were runduring the months of July 
August and September. No accident to trains occurred 
during the year, 

The earnings were as follows: 

1s 











79. 1878. Increase P.c. 
Passengers.... ..... | $11,538. 44 $253,816.55 $57,721.89 22.7 
Freight.........06 887.02 61,091. 83 21,796.09 35.7 
Express, O06. ib vcc tie 20.5 \ 39.62 35,199.75 5.339.87 15.2 
May's Land’g Br.. 9.7 Prt 68 21.09 0.6 
Ferry 49) 842. 20 45,614.12 4,228.08 9.¢ 
Premium on bonds.. 7,305.00. ‘ 7,30,.00 .... 
Total . $495,472.95 $399, 060. 93 $96,412.02 24.2 


Expenses... 203, 065.76 7 = 277,847. 66 15,498.10 5.6 


66.8 


Net earnings. $202, 127.10 Ww $121.2 21 3.27 $80,913.92 
Gross earn. per mile 7,395.12 5,956, It 1,438.99 24.2 
Net ay 018. 82 1,800.15 1,207.67 66.8 
Per cent, of exps. 59.20 | EE 


The May’s Landing Branch earned $3,359.77 ; 
were $4,966.04 ; rental, $5,100, a total of $10, 066. 04, show- 
ing a loss for the year on the branch of $6,706.27. 

The income account was as follows: 
Net earnings... rr 
Interest and state tax.. ... ............ 
ea ee 
Dividend on preferred stock, 314 per ‘cent. 
Centennial stock charged off........ 





121,912.01 








Balance to profit and loss......... ...... sees $80,215.18 
Centennial stock, cash paid and balance added....... 4,229. = 
Increase of floating d debt........ ALE ge 9 ORE Oe 6,317.38 
Decrease of floating assets.... .......... 11,198 93 

Total, .. icicdahabaee tenets toca cchaubsss 
Expended on capital account ........... 265 0 ceecees 101,960.90 


} 
+t Leased to New York & New Engl 


the Martha’s Vineyard road is worked only in summer 


of the following roads: The LaFayette, Bloomington & 
Muncie Railway, a consclidation of the LaFayette, Bloom 
ington & Mississippi Railroad, extending from Bloomington, 
, east to the Indiana state line; the West Division of the 
a Fayette, Muncie & Bloomington, extending east from the 
[Illinois state line to La¥ayette, Ind.; the East Division of the 
LaFayette, Muncie & Bloomington,extending from LaFayette 
east to Muncie, Ind., and the Lake Erie & Western Railw ay, 
a consolidation of the Lake Erie & Louisville, extending 


~ $47, 618 from Fremont west to Celina, O., and the Indianapolis & 


Sandusky, extending west from Celina, O., to Muncie, Ind. 


The above-named roads were built as follows : 


The LaFayette, Bloomington & om naman &L miles, 1870 
West Division—LaFayette, Muncie & Blooming- 

ton ‘eh 7 ae ie oe ooo 
East Division LaFayette, Muncie & Blooming 

ton eo 84.6 “ 1876 
Indianapolis & Sandus ky 53.5 1879 


“And Lake Erie & Louisville a as follows : 
From Fremont to Findlay ; , see 20.8 





i miles, 1856 
From Findlay to Lima 7; * 
From Lima to St. Marys..... 21 * 1872 
From St. Marys to Minster (branch) ; * 3% 
From St. Marys to Celina (main line) 2 * 1877 


Total. ....862.2 miles, 
“An extension ‘from Fremont to Sandusky, Ohio, of 
about 25 miles, including sidings, is now in process-of con 
struction, and will be opened for traffic during the current 
| year. Insecuring an excellent water connection at San 
dusky, we antic ipate a large addition to the business of the 
road, * 


“The total liabilities of the company, including equip- | 


ment fund and all fixed obligations, except those issued to 
build the Sandusky extension and for terminal facilities at 
Sandusky, etc., are as follows: 
Stock... 
Bonded debt, first mor tzage 

*  incume bonds 


ares $7,000,000 


6,800,000 
Rolling stock certificates 200,000 


Total ($38,653 per mile).. ‘ $14, 000,000 
** There were issued for the Sandusky Extension $700,000 


5,357 | | stock, $327,000 first-mortgage and $600,000 income bonds, 


| a total of $1,627,000, or $55,080 per mile.” 
The traffic of the road for the nine months was as follows: 





and § Report for three months only. 


All roads are included which do not otherwise report. 


The Fall River road leases equioment, and owns none. 
the first two months, July and August, of the present fiscal 
year : 


Gross earnings twelve months... $ 2,020,534. 15 


Working expenses.... ; . 1,515.885.70 
Net earnings $504,648 45 
Leases Baltimoge & Cincinnati and Baltimore Short 

Line, rents of real estate and taxes. . ‘ 387,297.66 
Total net earnings to profit and loss... ..+ «+ $117,350.79 





Gross earnings for July and Ament, , 1880 $425,281.67 
Working expenses . 861,683.23 
Net earnings $61.5 98.44 
Leases, rents, taxes, ‘ete 19,: 492-41 


. $42,266.03 
‘From the above figures it would : appear that, while the 
gross earnings were large and very satisfactory, thee xpenses 
are inordinately heavy. The ofticial report which we have 
before us fully explains the cause for the temporary heavy 
expenses. Included in the working expenses are the extra- 
ordinary outlays for new steel raiis, new rolling stock, etc. 
As a sample, we give the following official figures: 
Paid for steel rails, July, 1880 ‘ 
Paid for steel rails, August, 1880.. 25,000.00 
The net earnings for July and August, 1880, after pay- 
ing all expenses, including leases and taxes, were 
extraordinary expenses, steel rails.... : 


aire net earnings, two months 


$50,000.00 
42,°66.03 
75,000.00 
Net $117,266.03 


| oor 


arnings for two months, over all 


here remains now re | 10 miles of the main line of the 
Marietta & Cincinnati road to be relaid in new steel rails. 
Since the road has been in the hands of the Receiver it has 
been rebuilt from one end to the other, and when the re- 
|maining 10 miles are finished it will be in every respect in 
first-class condition. The expenditures for rails, rolling stock, 
‘te., have been paid for out of the earnings of the road, and 
no receiver’s certificates have been issued and no floating 
| debt has been created. Next year there will be no extraor- 
| dinary expenses, and the earnings can be applied to the pay- 
ment of the interest on the bonds. There is nothing now to 
| prevent the reorganization of the Marietta & Cincinnati 
| road, and we have every assurance, that it will be accom- 
scessary delay. The bondholders of the 
Ms irietta & Cine cinnati road have been obliged to wait for 
the interest on their bonds, but in the meantime their 
| property has been put in thorough repair and has been very 
much benefited and increased in value.” 








| Boston, Revere Beach & Lynn. 


This company owns a narrow-gauge line from East Boston 
to Lynn, 8.8 miles, and operates a ferry between East Boston 


—-. Local. Total. 

| Passengers carried. . 11,319 234,849 246,168 
Passenger mileage 944,106 4,950,130 5,804,245 | 
Average receipt per passenger 

| per mile....... ; 2.07 ets. 3.91 cts. . 
Tons freight carried. . 82,606 324,614 407,: 250 | 
Tonnage mileage. ... 10,831, 141 39,597,240 50,428,381 
Average rate per ton per mile 0.93 ct. 1.21 cts. | 





| 


202,127. 19 | | 


| 


The yom oy on aot account include $610 for ex- | 


press teams; $1,850 for real estate; $19,074.88 for new 
equipment; $26,760.05 for new construction on the road, 
and $53,666 for a new steam ferry-boat. 

During the year 332 tons steel rails, 213 tons of iron rails 
and 81,497 new ties were used. Sidings were extended and 
a second track nearly finished for seven miles from Camden. 
Several stations were built, some old bridges replaced by 
iron girders aud otber improvements made. A new heavy 
locomotive was bought and the Westinghouse automatic 
brake put on all passenger trains. The shops have been im- 
proved by additional machinery. 

The road has done a very heavy business at extremely low 
rates, requiring the greatest care and.economy to keep down 
the working expenses. The business grew largely and for 
the first time it was found necessary to run an express train 
in winter, 


Lake Erie e & Western. 


The first. report of this com Dy covers a period of nine 
months only, from Jan. 1 to Sept. The road ex- 
tends from Fremont, O., to Bloomington, Ill., 358. miles, 
with a branch from St. Marys, O., to Minster, 9.2 miles, 
making 362.2 miles in all. 

The equipment consists of 85 locomotives; 20 passenger, 
chair and 19 baggage cars; 1,124 box, 140 stock, 20% al 
and flat and 18 caboose cars; "1 officers’ car. 

The report of President C. R. Cummings says: ‘‘ The pres- 
ent company was organized, by consolidation, Jan. 1, 1880, 


The road, it will be seen, has to take its freight business at 
very low rates. The earnings were as follows : 






| Profit and loss..... 


and Boston. Its report is for the year ending Sept. 30, 
1880. 

The property account is as follows: 
Stock ($39,864 per mile)... 


. $350,000.00 
Net debt, as shown below 


318,591.69 

50,615.11 

.... $719,206.80 
. $466,684.17 
94.219.67 
1 ay 966 52 
336.44 


Total 
Construction . 
Equipment........ 7 
Boston terminus and fe arry- -boats 
Real estate, outside of location. 


719,296.80 
The real estate consists in large ny of lend Sond buildings 





"| 


Passengers . $168,698 
TS fia cScnan bbacesee ¥esbbua eR Rebbe ee 691,408 
Mail, express, ete. 79,545 
Total ($2,594.29 per mile) $929,651 | 
Expenses (73.56 per cent.) 691,233 | 
Net earnings ($685.08).........csscscccccesccees $248,418 
Payments from net earnings repor ted were: 
Net earnings 7 Keak heb shee cae saan $248,418 
expenses | Interest on first- mortgage ‘bonds........ ». $185, 100 
” rolling-stock certificates 10,666 
Additions to property. 23,607 
a << 219.37: 
Balance. $29, 045 | 


In addition to the amount named above, the sum of $117, 
492 was spent on improvements and additions to property, 

| and charged to expenses. Of the passenger mileage 84 per 
cent. and of the Treight mileage 78.5 per cent. was of local | 
business. 
The President’s report further says: ‘‘ The city of Lima, ; 
Ohio, baving donated $85,000 to the company, it was | 
deemed advisable to locate our , Principal construction and 


. $101, 960.93 | repair shops at that place. * 


‘In calling your attention to the detailed statements of 
the operation of the property for the nine months under re- 


| view, itis but proper to direct it particularly to the first five 








months of the year, in order that, in arriving at a correct 
idea of the earning capacity of the property, a wrong im- 
pression may be avoided; owing to the new line from 
Celina, Ohio, to Muncie, Ind., being completed late in the sea- 
son, and the open and wet winter following, it was found 
impracticable to operate that part of the road until 
late in May following, thus depriving the road of a large | 
business originating in Indiana and Illinois, which was 
necessarily turned off at Muncie and other connecting points 
toother roads. The loss in net revenue on this account may 
be fairly considered as amounting to $200,000, the net 
earnings for these five months amounting to but $47,657, 
while for the remaiving four months of the period under re- 
view they reached $200,761. As the locomotive equipment | 
of the road has not, u » to this date, been more than suffi- 
cient to properly handle its local business, any considerable 
increase of business from connecting lines has not been so- 
licited, 
during the current year, 


service. 


four of which are already in 


Marictta & Cinsinnati. 

The following stitements are from a circular to ye 
ers recently issued by Messrs. John A. Hambleton & Co., 
Baltimore: 

‘* We give the official statement of the Marietta & Cin- 
cinnati Railroad for the year*ending June 30, 1880, and for 


| along 


We have purchased 12 locomotives for delivery | 


Revere Beach, which the road skirts in its course. 
| Some of these buildings are used as excursion houses and 
| thus made subsidiary to the road. 

The debt account is as follows: 
Bonds ($34,091 per mile) 
| Notes, accounts and balances payable, ete 


$300,000.00 
45,150.35 


-..ee. $345,150.35 
$10,383.71 
16,174.95 


Total ° 
Cash and receivables 
| Supplie 8 
26,558.66 
Net balance of debt.. . $318,591.69 
The road does not carry freight, limiting itself entirely to 
passenger business. The earnings were as ‘follows : 








1879-80, 1878-79. Increase. P.c. 
Passengers $151,438.93 $151,462.73 $19,976.29 15.2 
Rents £448.85 1,967.61 2,481.24 126.1 
Total.. .. $155,887.78 $22.457. 44 16.8 
Railroad expenses... 84,616.56 12,481.42 17.3 
Ferry expenses 18,684.55 384.11 2.13 
Total.... .$1038,301 11 $90,435.58 $12,865.53 4s 4 
Net earnings... $52.586.67 $42,904. 76 $9. 501.91 22.3 
Gross earn. per. mile. 714.52 15,1 2552.01 16.8 
Net »,975.76 4,88: 1,089.99 22.3 
Per cent. of exps.. Cae: . . CR  <casaecees 





The road does a very large business in excursion and : sum- 
mer travel. 
Theincome account was as follows: 


Surplus, mee ON Re ree eee . $49,557.69 
Less depreciation account........... ccc ceeeeceeeeeeee 10,407.09 
I Re eda Nhs kceirce® watveweansantes bic daeeees $39,150.60 
UNION cs cc cckwsicccoccesvesdes’ codten 5,025.00 

| Net earnings, as above.... 52,586.67 


| Total... od kad Jo, beeen .. $96,762.27 
| FE ECT . $19,925.71 
Dividends. . paeaden 20,976.00 
| Tax TS ee 5,245.45 


46,147.16 


Balance, surplus, Sept. 30, 1880. ....... 0 .....000.- $50,615.11 


Extensive improvements have been made in road and 
equipment during the year. 








